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Coal Prices and Transport 
7 HE heavy increases in the price of coal which have caused 
concern to the railways and to industry generally, were 
the subject of comment by Mr. Alfred Robens, Parliamentary 
Secretary to the Ministry of Fuel & Power, when he opened 
the National Coal Board Summer School at Oxford this week. 
He told the coal industry bluntly that it could not go on 
increasing the price of coal to cover extra costs. That policy 
was indefensible: the aim must be to lower the price of coal 
or it would be found that the cost of our manufactured goods 
was beyond the reach of the purchaser. Lord Balfour, Chair- 


man of the Scottish Division of the Coal Board, dealt with 
some of the problems involved in large-scale concentration 
schemes, and forecast that within 10 years the total movement 


of population away from the central areas would be not far 
short of 100,000. The situation of heavy indusiry and changes 
in transport would require careful consideration. In the past 
the main coal-using industries, especially iron and steel works, 
had been situated near the coal fields, so that the cost of 
transporting coal to them might be kept to a minimum. In 
the future some heavy industries would be established in the 
develeping coal fields, but any large-scale movement of this 
kind would present such insuperable problems that it might 
be better to maintain most of the steelworks in their present 
situation and face the transport costs of railing the coal. It 
took a long time to provide additional facilities to increase 
the capacity of railways, and so that the necessary work might 
be completed by the time the extra tonnage had to be moved, 
the railway authorities already had been given estimates of the 
production from each of areas for the next 10 years. 
These estimates had been prepared specially to show in detail 
where more coal had to be transporied and also where less coal 
would require to be moved. With these estimates before them 
the railways were reviewing the capacity of their facili:ies and 
making their plans for the handling of the traffic. 


, 
ine 


* * * * 


New Central Uruguay Scheme 

In our June 25 issue we gave details of the proposals for the 
allocation of the net proceeds of the sale of the British rail- 
ways in Uruguay among the debenture and ‘stockholders. This 
scheme did not receive the necessary proportion of assent by 
holders of the Central Uruguay Railway of Monte Video 
second debenture stockholders. New proposals have since 
been agreed between the board of directors and representatives 
of the dissentient stockholders. Under the new plan, the 
second debenture stockholders will receive rather more than 
under the original scheme; the redemption price of their stock 
is being raised from 85 to 86 per cent. Moreover, surplus net 
assets after full payment of the first debenture stock, plus 
interest to July 31, 1948, will be applied to ordinary stock- 
holders up to 12} per cent., and any excess will go to the 
second debenture stockholders. The directors will contribute 
20 per cent. of the compensation due to them for loss of 
office. As the new proposals have been negotiated with repre- 
sentatives of the stockholders, approval is expected when the 
necessary meetings are held. 


*& * ~ 7 


Southern Region Punctuality 

Mr. S, W. Smart, Superiniendent of Operation, Southern Re- 
gion, in the latest issue of the Southern Region Magazine, com- 
ments on the continued improvement in punctuality of Southern 
Region trains. During the four weeks to June 12, passenger 
trains on weekdays averaged 0-80 min. late arrival and electric 
trains 0-68 min., notwithstanding the fact that the period in- 
cluded the return Whitsun holiday traffic and the Epsom summer 
race meetings. The comparison with previous periods is shown 
in the table below: - 


Average minutes late arrival (weekdays) 
Four weeks ended 


1945 1946 1947 1948 

Dec. 29 June 15 June 14 June 12 
Steam . 8-06 1-59 1-28 0-80 
Electric 4:97 1-18 1-27 0-68 


Improvements in freight train services and in working have 
been introduced with the object of giving the trader the best 
service possible by reducing overall transit time. Transits have 
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been improved by the running of 37 partially-fitted freight trains 
daily with accelerated schedules. The following table shows 
the improvement recorded recently : — 


Average minutes late arrival 
Four weeks ended 


1945 1946 1947 1948 
Dec. 29 June 15 June 14 June 12 
Freighttrains ... 25°6 8-9 5-0 2-1 


A recent record shows that of all wagons loaded with mer- 
chandise traffic from one Southern Region station to another, 
no less than 83-7 per cent. reached their destination within 
24 hr., which represents an increase of 10°6 per cent. over last 
year. 


* * * * 


An Unusual B.T.C. Road Transport Deal 


The British Transport Commission announced on August 17 
that it had acquired, by voluntary agreement, the whole of the 
issued share capital of a group of 56 road haulage undertakings 
owning some 1,400 vehicles, with a total carrying capacity of 
10,200 tons. Apart from being the largest transfer to the B.T.C., 
the deal is of considerable interest, inasmuch as the group is 
entirely a voluntary organisation with no financial inter-relations 
between one member and another. The group has heretofore 
avoided all publicity and has adopted the initials T.A. (Trans- 
port Arrangements) as its identifying symbol. A company en- 
titled T.A. (Realisation) Limited was incorporated on July 29, 
1948, to facilitate the transfer to the B.T.C. The T.A, Group 
was the outcome of the Road Haulage Organisation of the 
Ministry of War Transport, which began to function on 
March 1, 1943. The Minister's agreements with controlled 
undertakings and hired operators came to an end in August, 1946 
(one year from the cessation of hostilities with Japan) and since 
then the R.H.O. has continued as a clearing house only, taking 
orders from Government departments and contracting the work. 
When the R.H.O. ceased as an operator, the T.A. Group was 
formed so that its members could co-operate with one another 
in traffic handling, maintenance, placing of contracts, and so 
forth. Incidentally, the Road Haulage Organisation, even as a 
clearing house, is being wound up finally on September 30. 


* * * * 


A Transport Club for France 

The success which has attended the Transportation Club at 
44, Wilton Crescent, London, S.W.1, as a meeting place for 
senior executives of all forms of transport, has been very marked 
since it was reconstituted in January, 1946. It will be recalled 
that it succeeded the British Railways Transportation Club, 
which had been opened three years earlier. Present town and 
country membership of the club exceeds 500 and, in addition, 
many senior officers of overseas railways are also members. 
Elsewhere in this issue we give some details of the Foyer Inter- 
allié des Chemins de fer, which is the Paris equivalent of the 
Transportation Club, and which has been opened recently under 
the auspices of M. Flouret, President, and M. Lemaire, General 
Manager. the French National Railways, at No. 77, rue de 
Milan. close to Saint Lazare Station. The membership of the 
club is open to all senior officers of railway, air and shipping 
organisations, and members from Belgium, France, Great 
Britain, Holland, Luxembourg, Switzerland, and U.S.A, already 
have been enrolled. Mr. A. M. Newbold, who is the represen- 
tative of British Railways in Paris, has been appointed Vice- 
President of the club. 

* * * ~ 


Imports of Plywood and Pitwood 

Two graphs based on Board of Trade figures have been 
prepared for the Timber Development Association showing 
the volume of imports (a) of plywood for the years 1933-47, 
and (b) pitwood from 1920-47. No plywood statistics were 
available for years prior to 1925, and from 1925-32 the unit of 
quantity, irrespective of thickness, was sq. ft., whereas since 
1933 it has been cu. ft. From 1933-37 plywood imports rose 
steadily from 8 to 15 million cu. ft., and then fell to 2 million 
in 1941 as a result of the war and the eventual cessation of 
imports from Europe. From 1942-47 imports rose from 2 to 
nearly 11 million cu. ft., due to increasing imports from Canada 
and the U.S.A. Pitwood imports are given in tons, and the 
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yearly figures have fluctuated violently, the tonnages being: 
1920, 1,500,000; 1921, 982,500; 1923, 2,784,100; 1926, 1,980,300; 
1927-1929, about 2,000,000; 1930-36, between 1,440,000 and 
1,800,000; then a sharp rise to 3,181,200 in 1937, followed 
by a great fall to only 30,900 in 1942; and, finally, a gradually 
increasing rapid rise to 1,953,800 in 1947. Speculation was 
mainly responsible for the 1937 peak tonnage, and the war and 
the use of British and Canadian pitwood affected subsequent 
figures. 
* * * * 

Repudiation of India and Pakistan Pensions 

In answer to a question in Parliament on July 15 the Chan- 
cellor of the Exchequer stated that the Indian and Pakistan 
Governments now took responsibility for Indian pensions paid 
in England. By this statement he made it clear that the United 
Kingdom Government now repudiates responsibility for honour- 
ing all agreements between the Secretary of State and officers 
appointed by him, by reason of the terms of service, including 
pensions, he offered to those officers. Their pensions were fixed 
as considered adequate about half a century ago, we believe, 
when the cost of living was a fraction of what it is today, and 
have not subsequently been increased; they are, therefore, totally 
inadequate today. In our view, there is a moral obligation on 
the United Kingdom Government to treat all retired civil ser- 
vants alike, whether their contracts were with the Home Secre- 
tary, the Secretary of State for India, or any other Secretary— 
and so guarantee them standard increases in pensions in propor- 
tion to the rise in the cost of living from time to time. This 
subject of pensions was also referred to in an editorial note 
last week. 

* * * * 


Centenary of Ballochmyle Viaduct 

[he centenary of the opening of Ballochmyle Viaduct on 
the main line of the Scottish Region from Glasgow to Carlisle, 
via Kilmarnock and Dumfries, occurred on August 9. This 
remarkable structure of seven masonry spans carries the 
railway over the River Ayr at a_height of more than 
160 ft., and the centre span of 181 ft. is believed to be 
the largest masonry railway arch in the world) The con- 
struction and inspection of the viaduct are described in 
detail elsewhere in this issue. Although the structure has 
been in constant use for a century, and is carrying heavy main- 
line traffic at high speed, and with no restriction on axle 
loads, it is still in its original condition, and heavy repairs have 
never become necessary. In 1946, the flagstone decking below 
the ballast required attention, and some of the slabs had to 
be renewed. Apart from this, no expenditure on the main- 
tenance of the structure appears to have been called for. Such 
a record reflects great credit on the designer of the viaduct, 
and on all concerned in its construction. 


* * * + 


The Santa Fe and St. Louis 

In mid-July the Interstate Commerce Commission of the 
U.S.A. made public its decision on an application by the 
Atchison, Topeka & Santa Fe Railroad which, if granted, 
would have given that company direct access to the city of 
St. Louis, Mo. The Santa Fe, the only individual railway to 
possess its own trackage throughout from Chicago to Los 
Angeles and San Francisco via Kansas City, was anxious to 
handle through passenger and freight traffic between Kansas 
City and St. Louis. This it proposed to do by a joint arrange- 
ment with the Chicago, Burlington & Quincy, and by taking 
over from the Gulf, Mobile & Ohio, 156 miles of the latter's 
line between Rock Creek Junction, Kansas City, and Mexico. 
From Mexico, a short 2}-mile connection would have given 
access to the Burlington system at Francis, from which 112 
miles of Burlington trackage would have been used into St. 
Louis. Per contra, the Burlington would have acquired 
running powers over the Santa Fe Chicago—Kansas City main 
line for 104 miles between Bucklin and Sheffield, which would 
have shortened the Burlington route between St. Louis and 
Kansas City by 22 miles. Strong opposition to this proposal 
was offered by the Missouri Pacific, St. Louis—San Francisco. 
Chicago, Rock Island & Pacific, Wabash, and other companies, 
which foresaw loss of traffic as a result of an invasion of St. 
Louis by a new and powerful competitor, and this Opposition 
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was sufficient to defeat the proposal. Nevertheless, the Com- 
mission was not unanimous in denying the Santa Fe 
application. 

4 * * * 


Progress in Smoke Abatement 


A paper recently presented to the Transportation Committee 
of the Union League Club of Chicago shows the measure of 
success attending the attempts made by the Chicago & North 
Wesiern Railway to minimise the emission of smoke from its 
locomotives, in co-operation with an intensive drive by the city 
smoke-inspector. Energetic measures have been taken to 
compel engine crews to prevent smoke emission; full-time in- 
spectors have been appointed to report offenders, who are 
made to answer a written questionnaire after each alleged 
offence. Not more than two such violations of the smoke 
abatement regulations are permitted; otherwise the offender is 
liable to dismissal. In the technical field, too, every possible 
effort is being made to prevent smoke formation; for instance, 
over-fire air jets are being installed in locomotives, so that 
currents of steam-injected air are led into the firebox to 
promote complete combustion. Running sheds are being 
equipped with plant for the direct steaming of locomotives, by 
means of which engines when cold are filled with steam and 
water at 100 lb. per sq. in. pressure before fire-lighting begins. 
As a result, there are no cold surfaces to interfere with com 
bustion, and at the same time smoke formation is minimised. 
Some valuable experimental work also has been conducted in 
an attempt to secure smokeless combustion in oil-burning 
lecomotives. 


* * * * 


Railway Work in Royal Ordnance Factories 
HE seventh report from the Select Committee on 
Estimates (H.M. Stationery Office. Price 4s. 6d.), deals 
with the use of Royal Ordnance factories and Royal Naval 
establishments in connection with the production and export 
drive. After the war it was decided to retain 23 ordnance 
factories, and it was realised that normally some form of 
auxiliary work would have to be undertaken to maintain 
40.000 persons in employment at the factory. The surplus 
productive capacity of the factories, therefore, is being applied 
to many types of civil work, and they are generally assisting 
and supplementing production in private industry. The civil 
work ts obtained mainly from other departments, which have 
placed substantial orders, as a result of information made 
available by the Ministry of Supply. Work is done also for 
private firms or manufacturers’ associations. 

Among the items which have been produced at the ordnance 
factories have been a number for the railway industry. The 
committee recalls that, in addition to the output of their 
own workshops, British Railways required urgently 56,000 
16-ton steel mineral wagons, and that it was decided to order 
22.000 of these wagons from ordnance factories. At the end 
of July production was running at about 1.000 wagons a 
month. The order for the wagons was made on a costs 
basis. The price has proved to be some £50 a wagon higher 
than that of the private wagon builders, and about £100 more 
than that of the railway workshops, in which, it was stated 
in evidence, these wagons were produced at a cost of £312. 
The British Transport Commission has stated that it will 
order further wagons from the ordnance factories only if a 
competitive price is quoted. 

The Select Committee inspected the production of wagons 
at One of the ordnance factories which had the advantage of 
more experience of this type of line production than some 
Private wagon builders, and was satisfied that production was 
Organised efficiently. It found it difficult to determine the 
causes of the high production costs. The main explanation 
given was the delay in delivery of certain components which 
had caused both expensive improvisation and the rehandling 
of partially-completed wagons. 

The repair of railway wagons was another task undertaken 
by the factories, and at one, some 4,600 wagons have been 
repaired for the Southern Region. This was also being carried 
Cut on a cost basis, and at present costs are appreciably 
more than the prices being paid to the private wagon repair- 
ing firms; indeed, they appear to be about double schedule 
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prices agreed with these firms. Nevertheless, the work was 
accepted as a valuable contribution to the supply of usable 
wagons, and it was said on behalf of the railways that it 
would be necessary and desirable to continue the work. 

Apart from rolling stock, factories were used also to assist 
in the production of pre-stressed concrete sleepers. The 
Ministry of Works formulated a five-year programme designed 
to reach an annual production rate of one million sleepers as 
rapidly as possible. It was expected that two ordnance fac- 
tories would provide 400.000 of the sleepers. Here again supply 
is on a cost basis, and the report points out that the present 
estimated costs of the ordnance factories are appreciably 
higher than the prices at which the sleepers are being provided 
by the private manufacturers. The Ministry of Works has 
expressed its concern over this difference in price, and the 
railways have made representations to the Ministry of Supply. 
That Ministry has explained that the present figure is only 
an estimate, and that it hopes, when in full production, to 
be able to reduce its costs. 

As might be expected, the committee has some comments 
to make on the relatively high costs involved in the work of 
ordnance factories as compared with private enterprise. It 
finds that a recurrent factor in causing high costs is the 
amortisation of capital expenditure. which often must be at 
a high rate because only a short production run can be 
expected. 

The major difficulty, however, is caused by the formula 
for the calculation of overhead expenses. These  over- 
heads are based on the assumption that normal output 
is 75 per cent. of full capacity, but this assumption is far 
from reality. One ordnance factory is working at 5 per cent. 
of its capacity and the factories as a whole are being employed 
at an average of only 30 per cent. of their capacity. One 
witness told the committee: “We are working 30 men and 
carrying the overheads of 75.” 

The result of the decision to retain 23 ordnance factories 
providing employment for 40,000, which the committee 
describes as an arbitrary decision, is that not more than 30 
per cent. of. the capacity of these factories is being used. Less 
than a quarter is being used for production for the Services 
and about 5 per cent. for civil work. The committee justifi- 
ably concludes that in such circumstances it is quite impossible 
to carry out either Service or civil work in an economica! 
manner. 


Machine Tool Exhibition 
_ sixth Machine Tool & Engineering Exhibition organised 
by the Machine Tool Trades Association was opened 
by Mr. G, R. Strauss, Minister of Supply, on August 26, and 
will remain open until September 11. This important event 

-the first of its kind to be held in London since 1934—again 
is international in its scope. Taken as a whole the exhibition 
represents the most comprehensive display of machine tools 
and ancillary equipment ever staged in this country. Machine 
tools are an important item in our export programme, and the 
industry has been given a target of about 70 per cent. of 
its total production. This is not an easy task, for alihough 
demands on the industry are heavy and show no signs of 
slackening off, shortage of skilled labour and scarcity of raw 
materials lead inevitably to delays in delivery. Moreover, 
the industry always has maintained a high export level, and 
for some years before the war something like 33 per cent. 
of British machine tool production by value was sent over- 
seas. There remains, also, the urgency of home needs, and 
without the latest types of machines designed to lower pro- 
duction costs, prices of many manufactured goods destined 
for export cannot be brought down to the Jevel which overseas 
buyers are beginning to expect. 

Railway mechanical engineers and the locomotive manufac- 
turing industry are among those keenly interested in the opera- 
tion of machine tool equipment. Though all shops of a 
railway works have their own particular problems, the machine 
shop aspect appears to be identified more closely than any 
other with that multiplicity of operations which as a matter 
of course presents the greatest number of problems to be 
solved. In the past, railways have reaped much benefit from 
the steady advance in technique made by the makers of 
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machine tools, who have shown over a period of years that 
they are well able to satisfy the exacting individual demands 
of the modern railway shop. This progress in machine tool 
design, coupled with the more recently developed science of 
materials handled by mechanical means, has brought about 
substantial economies in manpower and expedited output to 
a remarkable degree. 

There is always room, however, for further technical pro- 
gress, and railwaymen visiting Olympia during the next two 
weeks will find that, apart from such developments as might 
have been expected to take place in the past 14 years, many 
of which already have been recorded in these pages, various 
prototype machines of revolutionary design now have made 
their appearance. Some of them already have been shown 
at private exhibitions arranged by individual firms since the 
war. Collectively, the exhibits embrace machine tool practice 
in almost all its aspects, and the display includes a large 
variety of tools, including valve liner milling machines, spiral 
electric planers, moving tabie hobbing machines, railway wheel 
boring and turning mills, turret lathes, planers, radial and 
vertical drilling machines, stroke hydraulic shapers, numerous 
special railway machine tools, and electric control and other 
ancillary equipment. Further reference to the exhibition will 
be made in our next issue. 


* * * * 


British Transport Commission Traffic Receipts 
B RITISH Transport Commission traffic receipts for the four 

weeks to August 8 again showed rises in all sections, except 
inland waterways, where there was a small decline of £7,000. 
The increases, nevertheless, were not in proportion to the 
advances which have taken place in charges since a year ago. 
The receipts of British Railways for the four weeks were 
£28,276,000, or £2.784,000 more than for the corresponding 
period of 1947. The largest increase was shown in passenger 
revenue, which at £14,502,000 was up by £1,154,000. Coal 
and coke receipts at £4,190,000 showed an increase for the 
period of £772,000. 

London Transport revenues rose by £241,000 to £4,555,000; 
railways accounted for £1,189,000 of the total, an increase of 
£111,000 on last year. In the table below details are given of 
the traffic receipts for each section of the British Transport 
Commission's operating business for the four weeks to August 8, 
as compared with the similar period of the previous year, and 
also the aggregates for the 32 weeks of the current year and 


1947, 


Four weeks 
to August 8 


Aggregate to 
August 8 
Incr. or Incr. Or 
decr. decr 


1948 1947* 1948 1947* 


£000 £000 £000 £000 £000 £000 

British Railways (receipts 

fromrai!way working) 

Passengers < aK: 

Parcels, etc., by passen- 

ger train sa . 2,375 | 2,052 + 323 17,849 | 15,615 + 2,234 
Merchandise (other than 
Classes !-6) and live- 


14,502 13,348 |+ 1,154 | 77,388 , 70,944 + 6,444 


stock ... -~ ... 5,319 5,169 /)4+ 150) 51,895 43,044 8,851 
Minerals & merchandise 

(Classes 1-6) ... ... ,1890 | 1,505 + 385 17,409 12,201 + 5,208 
Coal & coke axe ..| 4,190 | 3,418 |+ 772 | 40,230 . 32,368 7,862 


28,276 | 25,492 2,784 | 204,771 | 174,172 30,599 


London Transport 


Railways ... ae | 1,189 | 1,078 /)+ It11 8,962 8,072 | +4 890 
Buses & coaches --| 25910 | 2,396 |4 114 19,327 17,294 + 2,033 
Trolleybuses & trams ... 856 840 + 16 6,881 6,297 4 584 

4,555 4,314 |4 241 35,170 | 31,663 |+ 3,507 


Inland Waterways 


FM TR Pees, ch eae 69 \+ 4 456 368 |+ 88 
Freight charges, etc. ... 48 59 it 549 515 (+ 34 
i21| 128/— 7| 1,005; 983'+ 122 

Total... se. ese! 32,952 | 29,934 |-+ 3,018 | 240,946 206,718 + 34,228 


* The comparison of 1948 with 1947 is affected by increases in fares, rates and 
charges, waich were introduced at different dates during the year 1947 to meet 
increases in operating costs 

For the 32 weeks of the current year total receipts of British 
Railways at £204,771,000 are higher by £30,999,000. Merchan- 
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dise and livestock at 51,895,000 have accounted for £8,851,000 
of the increase. The total receipts arising from the trafic 
operations of the British Transport Commission are £240,946,000, 
which is £34,228,000 higher than the year before. 


* a * * 


Shorter Trains and More of Them—II 


E now propose to describe in greater detail the passenger 

train service which might operate over the main-line from 
Kings Cross to Edinburgh if the suggestions made in the 
article under this heading in our issue of July 16 were adopied. 
It must noc be assumed that observance of the exact times und 
stupping-places mentioned below is essential for the operation 
of the scheme, but the framing of a timetable, however imprac- 
ticable it may seem to be in certain details, may emphasise the 
advantages and the drawbacks of the proposal, and answer a 
few of the objections which any mention of timetable recon- 
struction invariably provokes. Destructive criticism of train 
services is easy, but in this instance we are putting forward 
constructive proposals for a remodelled timetable. 

It is suggested that expresses from Kings Cross to the North 
start at the hour, alternate trains calling at Peterborough or 
Grantham, and reach York in 3 hr. 40 min.; Newcastle, a/ter 
a stop at Darlington, in 5 hr. 25 min.; and Edinburgh, after 
a Berwick stop, in 8 hr. 10 min. The West Riding expresses, 
leaving London at 50 min. past the hour, would run non-stop 
to Doncaster in 2 hr. 58 min., and reach Wakefield in 3 kr. 
27 min. and Leeds in 3 hr. 50 min. The Kings Cross and 
York semi-fasts would start at 5 min. past the hour, and, 
calling at Hatfield, Hitchin, Huntingdon, Peterborough, Essen- 
dine, Grantham, Newark, Retford, Doncaster, and Seiby, 
would reach York in 4 hr. 25 min., feeding the Leeds train 
at Doncaster and the North train at York. Although these are 
the only stops included on the mans and diagram accompany- 
ing this article, the timings laid down for the expresses are 
elastic enough to admit of ceriain trains making an additional 
call—for example, the early morning express departures from 
London would probably need a pick-uy stop for passengers 
living in the outer suburbs, and a Dunbar stop might be de 
sirable on some Edinburgh trains—and the London and York 
semi-fasts might in some cases omit lesser-used stops (at Hat 
field, Huntingdon, or Essendine, for instance) and give Welwyn 
Garden City, Biggleswade, Sandy. St. Neots, or Bawtry the 
benefit of a through train to the North. The margins in front 
of the West Riding express through Doncaster, and the New 
castle express at York, could not, however, be decreased. 

For the up trains, the scheme provides for departures at the 
hour from Edinburgh, leaving Newcastle 23 hr., and York 
4 hr. 28 min. later, and reaching Kings Cress in 8 hr. 10 min.; 
the West Riding expresses, leaving Leeds at 10 min. past the 
hour and Doncaster 50 min. later (so that up and down West 
Riding expresses would occupy the junction north of Doncaster 
simultaneously), would have a 3 hr. non-stop run up to London. 
Both up express schedules include an extra 5 min. nearing 
London for a possible ston at Finsbury Park (or elsewhere) 
to keep suburban residents out of the terminus. The up semi- 
fasts. following the norih exoress out of York at 35 min. past 
the hour, would reach Kings Cross in 4! hr. and make the 
same stops as on the down run. 

As a basis for criticism, departures every hour are suggested 
for each of the three classes of trains, though certain of the 
mid-morning or afternoon denartures might be omitted or 
perhaps run at week-ends only. The services commence, from 
each end, earlier in the morning than at present, as we believe 
that many long-distance travellers would be glad to start earlier, 
if given an oOvrortunity to do so, lessening the congestion 
around 10 a.m. and enabling a better use to be got out of the 
rolling stock. Departures from Kings Cross for Edinburgh 
would be at 8. 9, and 10 a.m., 12 noon, and 2 and 4 p.m.; the 
1, 5, and 7 p.m. departures wou'ld run to Newcastle only, via 
Darlington. and the 11 a.m., 3. and 6 p.m. trains from London 
would be for Newcastle via Stockton and Sunderland. De- 
partures from Edinburgh would similarly be at 8, 9, and 10 
a.m., 12 noon, 2 and 4 p.m.: from Newcastle via Darlington 
at 7.45 and 8.45 a.m., 1.45 and 5.45 v.m., and from Newcastle 
via Sunderland at 9.5 a.m. and 3.5 p.m., these two earlier s'arts 
being necessary to bring the train into the regular path from 
York. The semi-fasts would leave London from 7.5 a.m. to 
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6.5 p.m., with 7.5 and 8.5 p.m. departures running as far as 
Grariham and Peterborough respectively. Up semi-fasts would 
leave York hourly from 7.35 a.m. to 6.35 p.m., with a 7.35 p.m. 
running as far as Grantham only, and morning semi-fasts for 
London starting from Grantham at 7.34 and 9.34 a.m. and 
from Peterborough at 7.16 a.m. 

A diagram is given of the down passenger trains which would 
occupy the line between London and Doncaster from 10 a.m. 
to 1.50 p.m., and the map on page 234 includes stopping-places 
of c\press and semi-fast trains between Kings Cross and Edin- 
burg, and some cross-country services which would enter into 
the scheme. The map gives, on what would be considered the 
“express” routes from other London termini, the probable 
stopping-places common to all express trains, though certain 
modifications may be needed when these services are considered 
in detail. 

- skeleton timetables on page 235 will help to explain the 
proposals north of York. The Kings Cross and Edinburgh 
trains, leaving York for the North at 11.47 a.m., 12.47, 1.47, 
3.47. 5.47, and 7.47 p.m., would be supplemented by two 
morning trains from Leeds at 8 and 9 a.m. to Edinburgh, taking 
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Morpeth, Alnmouth, Chathill, Belford, Beal, Berwick, Reston, 
Dunbar, and Drem. 

Of the thirteen services proposed between London and Leeds 
(7.50 a.m. to 7.50 p.m. down and 7.10 a.m. to 7.10 p.m. up) 
all the carriage sets would be able to make a double trip daily 
with 14 hr. margin at Leeds and nearly 4 hr. at the London 
end. The London and Edinburgh and London and Newcastle 
services could be covered by about 18 interchangeable sets, 
which would provide also for the two double trips between 
Leeds and Edinburgh and a Newcastle and Lecds double trip 
in the morning. 

In the up direction, the Edinburgh to Kings Cross departures 
at 8, 9, and 10 a.m., 12 noon, and 2 and 4 p.m. would be 
supplemented by expresses from Edinburgh to York and Leeds 
at 5, and 7 p.m., and semi-fasts would leave Edinburgh fer 
Newcastle at 8.10 and 10.10 a.m., 1.10, 4.10 and 5.10 p.m.— 
a 3 hr. 15 min. journey with the same stops as on the down 
semi-fast run. From Newcastle the hourly 0.45 express de- 
partures for Darlington and York would be filied at 10.45, 
11.45, 12.45, 2.45, 4.45, and 6.45 by the Edinburgh to London 
trains; at 7.45, 1.45, and 5.45 by Newcastle to London direct 
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Down main-line Kings Cross to Doncaster. 


Diagram showing occupation by passenger trains from 


10 a.m. to 1.50 p.m. 


the 8.47 and 9.47 a.m. paths from York, and by a 10 a.m. from 
Leeds to Newcastle, leaving York at 10.47. A fast train for 
York would leave Leeds at each hour, due at York non-stop at 
0.35, normally transferring through passengers into the 0.47 
departure from York, and forming a semi-fast at 0.52 from 
York to Newcastle—a 2 hr. 3 min. run with Thirsk, North- 
allerton, Darlington, Ferryhill, and Durham stops. As, how- 
ever, the 11 a.m., 3 and 6 p.m. departures from London, instead 
of leaving York at 2.47, 6.47, and 9.47 p.m express for New- 
castle, would leave at 2.52, 6.52, and 9.52 and run via the coast 
taking 2 hr. 13 min. from York to Newcastle (6 hr. 5 min. 
instead of the normal 5 hr. 25 min. from London) the 2, 6, 
and 9 p.m. train from Leeds would leave York at 2.47, 6.47, 
and 9.47 and take the express path to Newcastle, so that pas- 
sengers from Kings Cross for Darlington and Newcastle could, 
by changing at York, make the journey in the usual time. 
There would be. no semi-fast over the main-line at 2.52, 6.52, 
and 9.52 from York. North of Newcastle, five semi-fasts would 
Tun to Edinburgh at 7.45 and 8.45 a.m., 1.45, 3.45, and 5.45 
p.m., taking 3 hr. 10 min. on the journey and calling at 


expresses, at 9.45 and 3.45 by expresses to Darlington, York, 
and Leeds (as the London trains, normally starting at 9.45 and 
3.45, would leave at 9.5 and 3.5, so as to be able to take the 
usual 0.28 path from York to Kings Cross after running via 
Sunderland and Stockton), at 7.45 and 9.45 p.m. by the two 
Edinburgh to Leeds services, and at 6.45 a.m. by an express 
to York and Leeds, balancing the 10 a.m. Leeds to Newcastle. 
The hourly fast 35 min. train to Leeds would leave York at 
0.30, usually formed of a semi-fast from Newcastle at 0.15, 
due in York at 0.12 (1 hr. 57 min. with Durham, Ferryhill, 
Darlington, Northallerton, and Thirsk stops), though at 11.30 
and 5.30, when the 0.12 path into York would be occupied 
by the Newcastle to London services via Sunderland, the 9.45 
and 3.45 from Newcastle, reaching York at 11.22 and 5.22, 
would form the Leeds trains. Thus the uv service from New- 
castle to London would be on all fours with the dcwn, the 
9.45 and 3.45 departures for Kings Cross being preserved, 
though with a change of trains at York. At any other hours 
when it might not be considered necessary to run the semf- 
fast train between York and Newcastle. the Leeds and York 
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hourly express would run to and from Scarborough, and other 
Leeds and Scarborough summer through services could be 
provi ed, clear of the paths laid down for main-line trains 
through York. 

We have finally to consider how, with London Midland co- 
operation, the cross-country trains to Newcastle from the West 
of England and Birmingham, and from Lancashire, could 
work into this scheme. So far as Liverpool (Lime Stree.) and 
Manchester (Exchange) services are concerned, some of the 
departures from Leeds to York obviously would be through 
trains from Liverpool to Newcastle, and on a schedule cf 
| hr. 55 min. from Liverpool to Leeds, calling at Manchester 
(Exchange) and Huddersfield, would offer a journey time of 
4hr. 25 min. In the reverse direction, the 0.30 train from York 
to Leeds, extended similarly to the West, would give a 4} hr. 
tim from Newcastle to Liverpool (Lime Street) and the 
departures suggested would be 8, 9, 12, 2, 4 


> 


4, and 7 from 
Liverpool and 8.15, 9.45, 11.15, 1.15, 3.45, and 5.15 from New- 


cast! Through trains between Liverpool (Exchange) and 
Newcastle, now using the Normanton, York, and North Eastern 
Region main-line route, should be worked from Low Moor 
via Halifax into Leeds Central, and out again via Harrogate, 
Stockton, and Sunderland. Three services a day by this route, 


timed through Leeds at about 50 to 55 minutes past the hour, 
would iake the place of the Liverpool (Lime Strect) and New- 
castle trains which now use the Harrogate route, improve the 
connections from Kings Cross by the 0.50 West Riding expresses 
to Harrogate via Leeds, and give belter communication between 


London and the north-eastern coast towns the Liverpool 
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(Exchange) and York services via Normanton, one or two of 
which now run over the North Eastern Region’s main line to 
Newcastle, would terminate at York or, in summer, become 
through trains to Scarborough. The Bristol, Birmingham, and 
Neweasile through trains are practically the only cross-country 
service which has been improved since the war. They carry 
a growing traflic, and merit special consideration now that the 
Newcastle and South Wales through train via Banbury has not 
been restored. A morning through irain from Birmingham to 
Newcastle, two or three from Bristol, and one from the Western 
Region South Wales ports, handed to the London Midland at 
Gloucester, would be necessary, and should run from York 
to Newcastle on the express schedule, calling only at Darling- 
ton, and leaving York at 11.35, 2.35, 5.35, and 8.35. This 
should give a time of approximately 3 hr. from Sheffield, 5 
from Birmingham, and 74 from Bristol to Newcastle, and the 
return departure times would be at 8, 11, and 2 for Gloucester 
and Bristol and at 5 p.m. for Birmingham. 

No mention has been made of the Newcastle and Bourne 
mouth through train via Sheffield (Victoria) and Banbury (at 
present only a summer weekend service), as in view of the 
regular-interval trains already provided over the North Eastern 
Region main line, it should start from and terminate at York 
in fulure. Nor has reference been made to the “ Queen of 
Scots” Pullman, which could either be utilised as the 12 noon 
service between London and Edinburgh via York or, if. still 
required to take the Leeds and Harrogate route, form the 10.50 
or 11.50 West Riding express from Kings Cross and be booked 
from Leeds to Newcastle, er beyond. by its present route. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Northern Ireland Transport Act 


Sand Lodge, 
Shetland. August 21 
To THE EpiToR OF THE RAILWAY GAZETTE 
Sir,—Many will have been interested in the article on the 
Northern Ireland Transport Act in your issue of August 13. 
Would it perhaps be fair to say that both Northern Irish and 
British Transport Acts bear on their faces unmistakeable signs 
of the source of their Governments’ inspiration—in Ulster the 
experts of the road and rail transport industry, and in Britain 
the civil service? 
Yours. faithfully, 
R. H. W. BRUCE 


Transport of Locomotives by Road 


Technical Adviser (Mechanical), 
Burma Railways, 
Insein, 
Burma. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—In your May 5 issue, on page 606, you remark that 
certain new locomotives built by Beyer, Peacock & Co. Ltd., 
and Vulcan Foundry Limited, had to travel by road to Liver- 
pool because they were too large to pass through the English 
loadgauge. I have seen similar reports in your journal on 
several occasions previously, together with articles extolling the 
good work done by road transport agents in moving locomo- 
tives by road. 

Your reports and articles in these respects appear to be a 
good advertisement for road transport, but a poor recommen- 
dation for rail transport. It seems to me the English railways 
by failing to provide sufficient clearance, not only lose traffic, 
but also hinder the English locomotive trade. 

If it would not be too much trouble to you, I would like 
to know (possibly through a further article in your journal) 
what are the insurmountable difficulties which prevent trans- 
port of such locomotives by rail to the dockside. 

There is only a limited number of private locomotive 
builders in England and it would appear not unreasonable to 
expect the English main-line railways to provide rail facilities 
for all standard-gauge locomotives ex the private shops to 
dockside. The facilities given for locomotives would no doubt 
be. useful for other out-of-gauge loads. 

Yours faithfully, 
D. P, EDMONDS 

[Complete out-of-gauge locomotives are transported over 
the British railways on occasions. In the case in question 
the locomotives were of such a size and weight that suitable 
special vehicles were not available for them, and it was easier 
to transport them in the way described.—Ep., R.G.] 
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A New High-Pressure Boiler Design 


66, Eton Rise, Haverstock Hill, 
London, N.W.3. July 13 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I have read with considerable interest the article 
entitled as above. appearing in your issue of July 9, which 
refers to a design for a locomotive boiler proposed by the 
Steam Locomotive Research Institute, U.S.A. 

The design, while having certain novel features, is really a 
further modification of the well-known Brotan type, in that 
it includes a firebox portion composed of water tubes in con- 
junction with a barrel section of the normal Stephenson 
pattern. Your remarks concerning the latter are of particular 
interest, though calling for some comment. 

In referring to this form of construction, you state that “ the 
conventional barrel does not limit the pressure, and has the 
incidental advantage of being a strong constructional element 
in the anatomy of the locomotive.” You then go on to make a 
remark which is difficult to understand by saying: “ Had this 
advantage of fire-tube boiler barrels been recognised earlier, 
the history of the L.N.E.R. locomotive No. 10000, which had 
a water-tube boiler, might have been very different.” The 
advantages offered by the conventional barrel, as given by you, 
have long been recognised fully; they surely constitute a funda- 
mental feature of the locomotive type boiler. It is the firebox 


that is not well adapted for ultra-high steam pressures, which 
has prompted numerous water-tube applications in the past, 
such as the Emerson type on the B. & O.. the Baldwin design 
for the experimental compound No. 60000, and the Muhlfeld 
high-pressure engines built for the D. & H. 
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In what manner the Brotan boiler is connected with Sir Nige| 
Gresley’s engine No. 10000 is far from clear. This ‘oco- 
motive had a water-tube boiler, a very different thing ‘rom 
the Brotan, which is not a water-tube boiler; further, to infer 
that Sir Nigel was not familiar with the fundamental ch.rac- 
teristics of the Brotan boiler cannot for a moment be coun- 
tenanced, as they are, I should think, common knowledge. § 
far as the specific boiler under consideration is concerned, no 
doubt it would do what is expected. 

The interesting question is what is to be done with steain at 
600 lb. per sq. in. pressure. One can visualise a four-cylinder 
compound of the Baldwin Duplex type, or a turbine arrange- 
ment of some kind. Which will it be? 

Yours faithfully, 
E. C. POULTNEY 


Railway Development in Iraq 


Director General’s Office, 
Iraqi State Railways, 
Baghdad. August |2 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—In your issue dated July 2, 1948, you have published 
an article entitled “ Railway Development in Iraq,” the con- 
tents of which call for correction. 

The position is that on the Kirkuk—Erbil extension, the 
earthwork is now completed, and the bridge over the Lesser 
Zab river will be completed in January, 1949. The line is 
expected to be opened to traffic in the spring. 

It is incorrect that the Baghdad—Kut-El-Amara line will 
be extended to Amara, as this line, which was constructed 
during the war, was dismantled in August, 1947. There is 
therefore no rail link between Baghdad and Kut. The bridge 
over the Euphrates downstream of Hindiyah Barrage is now 
under construction and is scheduled to be finished on June 30, 
1949. 





Yours faithfully, 
H. C. SMITH, 
Director-General 


Flood Damage on the East Coast Main Line 


70, Rowlands Avenue, Hatch End, 
Middlesex. August 21 
To THE EpItor OF THE RAILWAY GAZETTE 

Sir,—The disastrous flooding which has breached the East 
Coast main line at seven points between Berwick and Edin- 
burgh would seem to have put the resources of .the newly- 
constituted British Railways to their first full-scale test. 
Could it be claimed that the test is being passed with a 
maximum of credit? 

Assuming that we now have a unified system, and not a 
series of water-tight compartments under a single name, one 
would have foreseen the massing by the Railway Executive 
of all available engineering resources of all the Regions with- 
out delay, to deal with so serious an emergency. The operat- 
ing resources of all Regions which could give any help would 
then be called into play to re-route all through East Coast 
traffic in such a way as to cause a minimum of delay to 
passengers and freight until the affected length of line could 
be reopened. 

As regards passenger traffic, what alternative routes are 
possible? First and most obvious, the West Coast route be- 
tween Edinburgh (Princes Street) and London (Euston) for all 
through Edinburgh-London traffic and vice versa. Up to the 
beginning of the late war, this was a recognised route between 
the two cities, with through restaurant car trains from Euston 
at 10 a.m. (“ The Royal Scot”) and 2 p.m. (“ Midday Scot”), 
and a sleeping car train at 10.50 p.m., and similarly in the 
opposite direction. During the emergency “The Flying 
Scotsman,” which has no advertised stops between London 
and Edinburgh, and the 1 p.m. from Kings Cross to Edin- 
burgh, might well have been run as advance or second parts 
of the 10 a.m. and 1 p.m. from Euston, with overall times 
but little increased. 

Most East Coast trains run in pairs, and if one of each 
pair continued to run via Newcastle, and thence by the 
Tweedmouth-Kelso-St. Boswells diversion that has now been 
arranged, the others might have used more direct and speedy 
routes. One such route, for example, would be from Don- 
caster via Leeds and the Midland line to Carlisle, and from 
there direct to Glasgow (the 9.50 a.m. from Kings Cross), 
or to Perth, Dundee and Aberdeen (the 7 p.m. down “ Aber- 
donian”’), or via the Waverley route to Edinburgh (the 10.15 
p.m. “Night Scotsman.”) Such an arrangement also would 
have relieved the severely-taxed country branches between 
Tweedmouth and St. Boswells by which the diversions now 
are being made. 

As it is, no train other than “ The Flying Scotsman,” which 
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for some days did travel between Carlisle and Leeds by the 
Mid'ind, has made use of any other Region, and delays have 
aver ged some 3 hr. for every through East Coast train. The 
prescat temporary routing via Kelso is announced to add 


14 br. to all train times, at least an hour or more of which 
be saved by the use of the West Coast route for through 


might t t 
passcngers between Edinburgh and London while the emer- 
gency lasts. 


Yours faithfully, 
CECIL J. ALLEN 


Locomotive Power Classifieation 


64, Martyrs’ Field Road, 
Canterbury. July 10 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir.—In his interesting letter, printed in your issue of 
July 9, Mr. Derrick Brough infers that I have overlooked the 
merits of the G.W.R. system of power classification. This is 
not so. Neither had I forgotten the power classifications used 
by certain Southern, and certain L.N.E.R. locomotives. How- 
ever. I feel that none of these systems has any advantage 
over that used by the L.M.S.R., and in any event, these 
figures are not, and so far as I can find, never were used as a 
form of classification to designate a particular class of loco- 
motive. 

The combination of the power classification with a means 
of showing route availability is, no doubt, very useful. All 
the same, one never hears of a G.W.R. engine as (say) “ Class 
Double-Red Special” or “ Class Yellow Ungrouped.” Similarly 
with those Southern engines that use a power classification 
letter. this letter is not used to designate the class of loco- 
motive; whereas, on the L.M.S.R., the power classification was 
the only classification used. 

My object, as put down in my letter which you were good 
enough to print in your issue of June 18, was to find a 
classification that would be as simple as possible. I feel that 
there is no need to include route availability symbols in the 
classification symbol. It always can be arranged that all 
engines of the same class have the same route availability, and 
it then would be necessary only to publish a list of the avail- 
abilities of the various classes. Where there exists a difference 
of route availability among members of the same class (as in 
the S.R. Class “ R1” 0-6-O0T), this can be overcome by giving 
two different classifications to this series. (Of the class men- 
tioned, four only are fitted with cut down cabs and boiler 
mountings, to enable them to pass through Tyler Hill Tunnel, 
on the Canterbury West—Whitstable Harbour line. It is clear 
that the route availability of these four is different from that 
of the rest of the class, and therefore they should be classified 
differently.) 

There are so many things that could be included in a classi- 
fication symbol that a limit must be called somewhere, or the 
symbol will become too large, and therefore not of much use. 
One sees this to a certain extent in some overseas railways, 
particularly in America. As I write this, I have before me what 
is given as the official locomotive list of the White Pass & 
Yukon Railroad, and I find locomotives in this list with 
such “classes” as: “ 10-17/32-E-8,” “ 10-36-E-1138,” and 
“ 12-28-4-E-45.” Presumably these classifications have some 
useful purpose, but they are far too clumsy for general use on 
a large system. 

For the sake of simplicity, also, I feel there is no need to 
add a letter “T” to show a tank engine. On the L.N.E.LR., 
tank engines occupied the higher numbers in the classifications; 
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for example, all “J” engines of classes “ J50” or above were 
tank engines, and this idea could be carried on. 

If a scheme such as mine were adopted, it would not pre- 
clude the painting of additional symbols on the engines to 
show route availability, or power rating, or what-have-you, 
though with a carefully thought-out classification scheme, show- 
ing type. class, and power rating in one symbol; and with all 
engines of one class having the same route-availability, no addi- 
tional painted symbols should be needed. 

I agree with Mr. Brough that the classification symbol, once 
decided, should be painted on the engine, and the buffer beam 
is as good a place as any. I disagree with his contention 
that the retention of the G.W.R. number plates is a good 
thing, and I would prefer to see large painted numbers, which 
are easier to read and less confusing. I can see no necessity 
whatever in combining running number and wheel arrangement 
in one symbol. I think the Southern Railway scheme (21C1, 
etc.) an abomination, and the Continental scheme (231.C.47 
for example) no better. 

Before I finish, may I point out an error that I allowed to 
get into my letter printed in your issue of June 18. In this I 
said that new wheel arrangements, such as 0-6-6-0, could be 

“classified with a letter not at present used (e.g. the letter “ R,’ 
unused since 1934).” Class “R” in the L.N.E.R. scheme was 
used for engines of the 0-8-2 type, and while it is true that this 
had not been used on the L.N.E.R. since 1934, the type is not 
yet extinct. Some of the L.N.W.R. engines of this wheel 
arrangement are still in service. and this letter would be 
required for them. In the same way, the letter “P,” which I 
suggested for the 0-4-4-0 type. would be required for the 
2-8-2 tanks of the G.W.R. 

I find, in fact, that there are just 26 different wheel arrange- 
ments in use among British steam locomotives, so that every 
letter of the alphabet will be required to cover existing stocks. 
If the two Garratt types both use the same wheel arrangement 
letter, one letter will be released. Better still, let the 2-6-0 + 
0-6-2 type become Class “ KK,” and the 2-8-0 + 0-8-2 type 
become Class “ OO,” leaving out any power classification letter 
in each case, for the sake of simplicity, and two new types 
can be introduced without straining the classification system or 
bursting the alphabet! And by the time a third new wheel 
arrangement appears, it is probable that scrappings will have 
ieft a letter free for it to use. 

Yours faithfully, 
ARTHUR G, WELLS 


A Suspension Question 


British Military Administration, Eritrea, 
Eritrean Railways & Ropeway, 
General Manager’s Office, 
P.O. Box 218, Asmara. July 20 
To THE EpIroR OF THE RAILWAY GAZETTE 

Sir,—I was most intrigued by the “ problem picture” appear- 
ing on page 682 of your June 11 issue, headed “ Delivery of 
Locomotives to Argentina ’’; the mystery being as to how the 
locomotive is supported. 

It would appear from the photograph that it is delicately 
poised on steel cables passing into the dome, which would seem 
to be a somewhat unusual method! 

Yours faithfully, 
O. P. C. COLLIER, 
Major, R.E., General Manager 

[This unusual but not unique method of offloading probably 
was brought about by the position of the point of balance— 
Epb., R.G.] 








Publications Received 
George Stephenson Centenary Exhibi- 


brochure makes an admirable souvenir 
of a noteworthy collection. 


available, price 3s., post free. 


additions, as well as giving the present 
position. The author reviews the diffi- 


Copies are 
culties experienced by a number of the 





tion, Newcastle—In connection with the 
exhibition of illustrations and documents 
relating to the life of George Stephenson, 
which has been arranged in the Laing 
Art Gallery, in Newcastle-upon-Tyne, an 
admirable 36-page catalogue was pre- 
pared by the Curator, Mr. C. Bernard 
Stevenson. This catalogue, to which we 
teferred briefly last week, consists of a 
Short and well-balanced outline of 
Stephenson’s life, followed by details, 
with brief descriptions, of the 128 items 
constituting the exhibition. There are 12 
art plates of scenes associated with 
Stephenson’s life and work, and the whole 


Der Staatsbetrieb der Schweizerischen 
Eisenbahnen in Vergangenheit Gegenwart 
und Zukunft. (The State Operation of 
Railways in Switzerland, Past, Present, and 
Future). By Hansrudolf Schwabe. Berne: 
Stimpfli & Cie., Verlagsbuchhandlung. 
9 in. x 64 in. 154 pp. Paper covers. 
Price Fr. 6.00—In _ this _ interestingly 
written contribution to the question of 
State ownership and operation of railways 
in Switzerland, Dr. Schwabe gives a 
general account of its development to the 
formation of the main Federal Railways 
network, together with the later small 


present privately-owned lines and shows 
how serious they are and the importance 
from the national point of view that they 
should be dealt with in a broadminded 
way, with proper regard for requirements 
of the localities the lines serve and their 
relationship to other means of transport. 
The arguments in this book are well pre- 
sented and the statistical and other de- 
tailed information clearly arranged, so as 
to give a very good general view of a 
problem which is as old as the Swiss 
railway system itself and, according to the 
author of this book, as yet only partially 
solved 
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The Scrap Heap 


THe Ricur Tit 

The suggestion that when public clocks 
stop their owners ought to be compelied to 
set the hands at 12 o’clock until they are 
put right, has something in it, but no one 
should be “compelled” to do anything 
of the kind, as there are enough reguls- 
tions in force. 

Even when they are going, however, 
public clocks can be misleading. At cne 
point in Glasgow—and there may be many 


more—four clocks are visible and all of 
them vary. Train-catchers should carry 
a reliable watch.—From ‘“ An Editorial 


Diary” in * The Glasgow Herald.” 


* * 7 


EUSTON? 

It is a rare thing for the 7.20 from 
Euston to arrive up to time at Aviemore. 
When it does so, it throws out all local 
plans and arrangements, which do not 
budget for punctuality any longer. Having 
arrived up to time, I take off my hat to 
our railways. 1 kept my hat on my head 
at Euston the night before. The porters 
there (or some of them) could do with 
more supervision. They are efficient 
enough and good-natured. They will offer 
to watch your luggage while you queue up 
for your tickets and will see it into your 
compariment, which may keep them on 
your job for half-an-hour or more. But 
when you preffer a generous 5s. and they 
sourly demand 10s., then you remember 
the “bad, old days,” and are not perhaps 
so. satisfied with vour railways.—* The 
Old Stager” in “* The Sphere.” 


* * * 


10s. Tips ai 


PAST AND PRESENT 


A feature of the new tunnel at Thurgo- 
land which is being built in conjunction 
with the electrification of the Eastern 
Region main line from Manchester to 
Sheffield and Wath is that it bears two 
inscriptions on both the eastern and 
western portals. The first is on a_ tablet 
on the parapet which reads “L.N.E.R. 
1947’ and the second is on the keystone 
which is inscribed “B.R. 1948.” The 
project for the new tunnel was launched by 
the L.N.E.R., but, owing to delays, the 
construction has been extended into the era 
of British Railways. It is believed that 
two inscription’ of this kind appearing on 
the same engineering structure is unique 
in this country. 


THE RAILWAY CAZETTE 


~ TRESPASS ” 

Pleading not guilty at Clerkenwell, on 
August 19, to trespassing on railway 
premises and refusing to leave when asked 
to do so, a garage proprietor of Kentish 
Town said he wanted a witness summons 
against Mr. Herbert Morrison who had 
wriiten a book on the socialisation of 
transport. The magistrate granted him an 
adjournment. 

Che allegation was that the defendant 
refused to leave Kings Cross Station when 
told to do so by a railway police ofljcer. 
In giving evidence, the police officer said 
the defendant told him: “I tried to book 
a room, but was told tthat the hotel was 
full. As I have no place to go, I propose 
to stay here. The railway now belongs to 
the public. I have a right to be here.” 

When previously before the court the 
defendant said it was his submission that 
there was a profound difference as to the 
way in which the railways and railway 
property should now be regarded. 

The magistrate: “I can see there may 
be a great deal in what you say.” 

Remanding the defendant on bail, the 
magistrate told a solicitor for the Railway 
Executive: “ You will have to come pre- 
pared to argue the law on nationalisation.” 


* * * 


100 YEARS AGO 


From THE RAILWAY TiMES, Aug. 26, 1848 


é HESTERand HOLYHEAD RAILWAY. 
— OPENED THROUGHOUT to HOLYHEAD. 
—London to Dublin in 13 hours.—The Chester and 
Holyhead Railway is now open throughout, with the excep- 
tion of about 4 miles, adjoining the Menai Straits, for 
which the Company have provided properly appointed con- 
veyances, the charge for which is included in the railway 
fare. ‘The Admiralty’s and Company’s splendid steam. 
packets, 670 tons, 370 horse-power, run between Holyhead 
and Kingstown, in conjunction with the following trains, 
performing the passage in about four hours. 
LONDON TO DUBLIN. 

Ist. From Euston-square, London, at a quarter to nine 
in the evening, with the Irish mails; and from Chester at a 
quarter to four in the morning, leaving Holyhead for Kings- 
town (and Dublin) at a quarter to seven in the morning, and 
arriving at Kingstown about —— ten, Dublin time. 

2ad. From Euston-square, London (by express train), at 
nine o'clock in the morning, and from Chester at a quarter 
to three in the afternoon, leaving Holyhead for Kingstown 
at a quarter to six in the afternoon, arriving at Kingstown 
about quarter past pine, Dublin time 

DUBLIN TO LONDON. 

Ist. From Kingstown at balf-past eight in the morning, 
Dublig time, arriving at Chester at ten minutes past five, 
and in London at half-past ten in the evening. 

2nd. ‘The Admiralty packet, with the mails from Kings- 
town, at haif-past eleven in the morning; the train, in con- 
janction therewith, leaving Holyhead at twenty minutes past 
Six, arriving at Chester at twenty-five mninutes past nine in the 
evening, and in London at a quarter to five the next morning. 

Only the Admiralty packets and mail trains (4s above) run 
on the Sunday 

August 12, 1848. 
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Not a Looking Glass 











Inebriate : S’truth. what a wreck 


I do look! 


SLOW TRAIN, Quick Wit 

Among other things, good and bad, in- 
herited by British Railways, is the mural 
scribbler, but they will, perhaps, smile as 
brightly as the rest of us at the pencilled 
commentary seen on the woodwork of an 
Anglesey train. It reads simply: * British 
Snailways.”—“ Post Man” in the “ Liver- 
pool Daily Post.” 


* + * 


Nor RAILWAY-MINDED 
One hundred per cent. air-minded js 
how I should classify a distinguished 
member of the R.A.F. on his way to 
Berlin. Inquiring at Hamburg about his 


travel arrangements, he asked hopefully 
“Does the Hamburg-Berlin flyer. stil 


run?”—"* Peterborough” in “The Daily 
Telegraph.” 
* * 
ANOTHER LITTLE DRINK 


(“ Bubble” type drinking fountains are 
being installed at certain London termini) 


As torrents in summer, remote from their 
sources, 

Get temperamental, 
thunder, 

(So Longfellow tells us), it seems that the 
railways 

Are quenching all thirsts by a_ similar 
wonder. 


with floodings and 


Have this one on us!” is the cry, as they 
show you 
Their terminal geysers that gush out, s0 
clever; 
Yet, sad to 
another, 
The buffets, alas, are as crowded as ever! 


relate, there’s no rush for 


Fair Phyllis assents to a tryst at the foun- 


tain, 

(The clock is no longer the rendezvous 
chosen), 

And, if she’s not there, after long hours of 
waiting, 

Poor Corydon’s zeal, like his toes, becomes 
frozen. 

Then, sourly regarding the Waterloo 


* spouter,” 

He clutches his brow, with forebodings of 
trouble; 

Too late he remembers his date was al 
Euston— 

The fountain’s sole comment a cynical ... 
bubble ! 


A. B. 
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OVERSEAS 


RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our correspondents) 


RHODESIA 


Staff Recruitment & Housing Plan 
A plan in progressive stages for the re- 
cruitment of men in Great Britain for 


service on the Rhodesia Railways is now 
in full swing, and coincident with it is a 
housing programme, spread over _half- 
year! y periods covering the next two years. 


It is a principle of the co-ordinated re- 
cruiting-housing plan that no man should 
be brought to the colony unless there is 
accommodation for him, and the scheme 
provides that in the first half-yearly period 
(ending October next) 165 houses and 24 
lincks. of single quarters shall be con- 
structed at various places on the system. 
This is in addition to the 66 houses already 
authorised prior to April, 1948. The plan 
for the second half-yearly period (ending 
April, 1949) requires the construction of 
186 houses and 29 blocks of single quarters. 

The projected development of the over- 
seas recruiting sclieme provides for 30 
passed firemen, 320 shunting firemen, 20 
shunters, 150 guards, and 105 traffic clerks 
(a total of 625) to arrive by June, 1950. 
By that time a further 50 locomotives 
should be in service 

Meanwhile, recruiting locally and in the 
Union of South Africa is being continued, 
and a reception denot has been established 
by the Railway Administration at Bula- 
wayo for new arrivals until they can find 
other accommodation. 

It is estimated that by July, 1950, it will 
be necessary to appoint 197 additional 
drivers to man the extra locomotives which 
should be in service by that date, to reduce 
the present heavy overtime working, and 
to replace men due for retirement. 


SOUTH AFRICA 
Financial Results 

In March, 1948. revenue from all ser 
vices operated by the South African Rail- 
ways was £7,984,856, a record for rail- 
way earnings, the previous highest monthly 
total having been £7,074,667 in January. 
1948. Notwithstanding the high level of 
earnings, there was a deficit of £384,265 
on the month’s working. The expenditure 
for March was £8,297.127, excluding net 
revenue appropriations. For this month 
the railways were operated at a loss of 
£821,817. but harbours, airways, and aero- 
dromes showed surpluses. Steamships 
showed a small deficit of £60,693. For the 
financial year ended March 31, 1948, the 
results of working of all services indicate a 
deficit of £603.231, as compared with a net 
surplus of £140,716 for 1946-47. Revenue 
for 1947-48 amounted to £82,637,495, com- 
pared with £74,565.967 for the preceding 
year, while the total expenditure was 
£82.390.726 as against £73,925,251 for 
1946-47. 


Rolling Stock 

Eight of 54 electric motor coaches 
ordered for the Reef area have now been 
shipped from the United Kingdom. The 
interiors of the coaches have been painted 
Overseas, but the exteriors will be painted 
in the Union. The vehicles will be 
assembled at Durban and will then be 
brought to Braamfontein for the electrical 
work, 
_ During May, new 
Ing stock placed in 
Seven Class I5F engines, 
engine built at Salt River. 


engines and_ roll- 
service included 
one SI shunting 
three Class 3E 


electric locomotives, 13 electric passenger 
coaches, 106 wagons built in South African 
Railways workshops, and 146 wagons built 
by Dorman Long (S.A.) Limited. 


Bus Services 


Delivery of the 113 new buses ordered 
by the railways for tourist services 
throughout the Union is.to be completed 
by the end of October. As the new buses 
arrive they will be used to augment such 
services as Johannesburg—Pretoria, 
Johannesburg— Vereeniging, and the Pull- 
man services from Durban to  Pieter- 
maritzburg and Eshowe, as well as to 
replace the vehicles at present in service 
between Cave Town and Hermanus, and 
between Botrivier and Hermanus. They 
will also permit of considerable expan- 
sion of the one-day holiday tour scheme 
such as was operated during the public 
holidays in May from Johannesburg to 
Pretoria and Rustenburg. Among the 
services to be introduced is a round tour 
from Johannesburg via the Basutoland 
border, the East Griqualand towns of 
Maclear, Umtata, and Kokstad, to Dur- 
ban and back to Johannesburg. The route 
for this tour has already been surveyed. 
Various other tours are under considera- 
tion. 


EGYPT 


Summer Timetables 

The timetables recently published by 
the Egyptian State Railways show great 
improvements in the summer passenger 
train service. The service on both main 
and branch lines is intensified, and four 
fast expresses have been introduced be- 
tween Cairo and Alexandria, covering the 
distance of 210 km. in 2 hr. 30 min., with 
ope stop at Tanta. Advance booking and 
reservation of seats may be made 48 hours 
before departure time. De-luxe and Pull 
man cars are attached to these trains. 

On branch lines, some scenic express 
trains have been worked in place of local 
slow trains to satisfy the needs of long- 
distance travellers and shorten journey 
times. Air-conditioned coaches are worked 
in express trains serving Upper Egypt 
where climatic conditions warrant. 

Excursion trains have been run between 
Cairo, Alexandria, and Damietta (Ras-el 
Bar). Specially reduced fares to seaside 
towns have been introduced at week-ends. 
To allow early distribution of newspapers, 
special trains from Cairo to Alexandria 
and Upper Egypt have been arranged to 
start from Cairo daily at 3 a.m., reaching 
their destination in the early morning. To 
utilise fully these trains. a few passenger 
coaches are attached to accommodate pas- 
sengers desiring to travel by them. Parcels 
booked at grande vitesse rates are carried. 


CANADA 


Possible Increase in Passenger Rates 

A sharp drop in passenger miies and 
passenger revenues on Canadian railways 
may force them soon to ask for an increase 
in passenger rates, although no request has 
yet been made. However, the mention of 
loss in passenger revenue in a recent rail- 
way brief which asked for a 15 per cent. 
interim freight increase, suggests that pas- 
senger fares may come up during the hear 
ing. United States railways were granted 
recently a 4 per cent. passenger increase 
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to offset rising costs of operation and the 
drop in passenger revenue, and such an 
increase is believed almost inevitable for 
Canadian railways. 

In their brief the railways explained that 
passenger revenue and passenger-miles had 
decreased considerably during the first five 
months of 1948, as compared with the 
similar period of 1947. 

Dominion Bureau of Statistics figures 
for the period from 1923 to 1947 for the 
main Canadian railways show a marked 
drop in the number of railway passengers; 
in 1923 the Canadian National Railways 
carried 23,684,000 passengers, but despite 
a rising population that figure had 
dropped to 9,475,000 in 1933. The war 
brought a boom in passenger travel, and in 
1944 the tofal had risen to 35,928,000, but 
after the war passenger figures dropped 
again, to 21,227,000 in 1947. Canadian 
Pacific figures show similar drops in the 
24-year period. 

It is believed that no request will be 
made until after the petition for an interim 
freight rate increase has been granted or 
refused. 


SWITZERLAND 


New Coach Construction 

In June the Federal railways voted a 
credit of 59.740,000 francs for the con- 
struction of 100 lightweight coaches for 
fast trains. For local traffic 60 light- 
weight coaches are to be built; of these. 
26, with closed vestibules, will also be 
suitable for use on main-line stopping 
and fast trains. The remaining 34 will 
have open vestibules and with their weight 
of only 20 tonnes will be especially useful 
on severely-graded branches. They will 
replace existing four- and six-wheel stock. 


Scheme for Underground Railway at 

Zurich 

A scheme for an underground railway 
at Zurich, which is ultimately to comprise 
eight lines, has been evolved recently. A 
committee has been fermed lately to pro- 
mote realisation of the plans. The first 
line would connect the centre of the town 
with the suburb of Oerlikon in the north, 
a distance of about 3 miles, and an exten- 
sion would reach the new Kloten airport, 
a further 24 miles. In connection with 
this scheme it has been recalled that the 
tram and bus traffic of Zurich, a town 
of some 360,000 inhabitants, totalled 
150,010,000 passengers in 1947, as com- 
pared with the total of 143.320,000 reached 
in 1946. 


GERMANY 


Sleeping Car and Dining Car Services 

The Allied Economic Council recentiy 
decided in favour of the German Mit- 
ropa company (a_ subsidiary of the 
Reichsbahn) the problem of whether sleep- 
ing car and dining car services inside Ger- 
many, which are now being gradually re- 
constituted, should be operated by the 
International Sleeping Car Company or 
the Mitropa. International sleeping car 
and dining car services through Germany 
will continue to be operated by the Inter- 
national Sleeping Car Company as before 
the war. 

Only about 190 Mitropa vehicles sur- 
vived the war; of these, some 90 are in 
the western zones and the rest in the 
Russian-occupied zone. At present, Ccivi- 
lian sleeping car and dining car services 
within Germany overate only on five routes 
in the western zones; similar services cf 
the International Sleeping Car Company 
Operate on seven routes. 
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Design of vertically split-axlebox to house roller bearings on crank axle for inside cylinders of four-cylinder 4-6-2 locomotive, L.M.R. 
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Roller Bearings for Locomotive Crank Axles 


London Midland Region locomotive “ Sir William A. Stanier, F.R.S.” 
provided with self-aligning spherical roller bearings to the coupled axles 


NE of the most interesting and 
important features of the new Pacific 
express locomotive Sir William A. Stanier, 
F.R.S., now running on the London Mid- 
land Region of British Railways, is the pro- 
vision of roller bearings to all axles. 

In particular, the leading axle is note- 
worthy, as for a four-cylinder locomotive 
in this country it represents a pioneer 
application of roller-bearings to an axle 
having internal cranks. The design of suit- 
able roller-bearings for cranked axles offers 
difficulties which previously have been re- 
garded as insuperable because of the space 
jimitations, particularly the restricted 
journal length, 

The new type of bearing, which is of 
the self-aligning ‘spherical roller type, is 
constructed to give the maximum load 
capacity per unit of cross-sectional area, 
though, at the same time, maintaining race 
sections of adequate strength. The bore is 
280 mm. (11-02 in.), the diameter 460 mm., 
(18:11 in.), and the width 146 mm. (5-75 
in.); and the design replaces the normal 
plain-bearing journal which is 10 in. dia. 
and 10 in. wide. 

The maximum load at rail is 22 tons 
5 cwt., and the locomotives are rated for 
maximum speeds up to 100 m.p.h., and 
an annual mileage in the region of 180,000. 
It is understood that a further locomotive 
of the same class shortly will be con- 
structed with similar axleboxes on the 
internal crank axle. 

With built-up internal crank axles, it 
is important to use a self-aligning bearing, 
in view of the flexures which occur in the 
axle under load. In the present instance, 
the load is suspended below the bearing 
by an underhung spring, giving a “ pendu- 
lum” suspension, and affording ideal load 
distribution through the sphered tracks 
of the outer race of the bearing, which 
can align itself within the limits of the 
lateral guide clearances. Consequently, 
improved riding is obtained with an even 
distribution of the load on the two rows 
of rollers under all running conditions. 

The axlebox is split vertically, thereby 
providing solid faces in contact with the 
horn cheeks; and both the horn and the 
axlebox cheeks are lined with 11-14 per 
cent. manganese-steel liners, which will 


minimise the wear on the guide cheeks 
and, in conjunction with the roller bearing, 
will permit increased mileages between 
overhauls. 

In addition, the need for frequent ad- 
justments to guide faces and bearings, 
when ordinary materials are used for 
guides in association with white-metalled 
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bearings, will cease. By the use of a split 
axlebox, maintenance of the bearings is 
greatly facilitated; after removal of the 
halves of the axlebox, the outer race can 
be swivelled to give access to the rollers 
and bearing tracks for periodic examina- 
tion. 

The bearings are grease-lubricated and 
are provided with spherical labyrinth seals, 
also filled with grease for protection. The 
design and manufacture of the axleboxes 
was entrusted to the Skefko Ball Bearing 
Co. Ltd., of Luton, which supplied the 
foregoing information. 








Roller bearings in split axlebox on the crank axle for the inside 
cylinders of a 4-6-2 four-cylinder locomotive 








BRITISH STANDARD FOR GREY _ IRON 
CasTINGS.—The British Standards Institu- 
tion has published B.S. 1452: 1948 for grey 
iron castings, which constitutes a revision 
and combination of B.S. 321, General Grey 
Iron Castings, and B.S. 786, High Duty 
Iron Castings. Copies may be obtained 
from the Institution, Sales Department, 24, 
Victoria Street, S.W.1, price 2s. 6d., post free. 


Prize Essay COMPETITION.—The com- 
mittee of the British Railways (Southern 
Region) Lecture & Debating Society has 
instituted a Prize Essay Competition for 
the year 1948. The competition is open 
to all Southern Region Railway men and 
women subject to their being or becom- 
ing members of the society, with the 
exception of the committee and officers 
of the society, who will not be eligible 
to compete. The subject selected is: 
“What in your ovinion is the best way 
to increase the net revenue of the British 
Railways.” The closing date for the re- 
ceipt of the essays, which must not be 
less than 2,000 words and not more than 


3,000 words, will be December 31. 1948, 
and contributions are to be sent to the 
Hon Secretary during the fortnight pre- 


ceding that date. Messrs. F. Gilbert, 
Assistant Secretary (Staff & Establish- 
ment). British Transport Commission; 


C. F. Klapper, Assistant Editor, Modern 
Transport; and E. R. Sherrington, 
Secretary, Railway Research Service, have 
consented to act as judges. The prizes 
will be of five, three, and two guineas 
respectively. 


METHODS FOR THE ANALYSIS OF STEEL. 
—The British Standards Institution has 
recently published the following parts of 
B.S. 1121, Methods for the Analysis of 
Steel:—part 7: tin in pig-iron, plain 
carbon steels and certain low-alloy steels; 
part 8: chromium present in small 
amounts in carbon and low-alloy steels; 
part 9: phosphorus in high chromium- 
nickel steels; part 10: silicon in all types 
of irons and plain alloy steels other than 
high tungsten and high tungsten-molyb- 
denum steels; part 11: carbon in steel 


and low-carbon ferro-chromium. Copies 
of these standards may be obtained from 
the Institution, Sales Department, 24, 
Victoria Street, London, S.W.1, at a cost 
of Is, each, post free. 


INSTITUTE OF TRANSPORT MEETINGS.— 
Ordinary meetings in London of the Insti- 
tute of Transport will be held as under; 
they will take place in the Jarvis Hall 
(R.I.B.A.), 66, Portland Place, W.1, at 5.30 
p.m.:—October 18, 1948, presidential 
address by Mr. David R. Lamb; November 
15, “Progress towards Ingegration in 
Transport,” by Sir Cyril Hurcomb; Decem- 
ber 9, “ Premises for the Operation and 
Maintenance of Public Service Vehicles ” 
(Henry Spurrier Memorial Lecture). by 
Mr. S. Kennedy; January 17, 1949, “ An 
Economist Looks at Transport,” by Mr. 
Roland Bird, Deputy Editor of The 
Economist; February 14,  Brancker 
Memorial Lecture, by Major R. H. Mayo; 
March 21, paper by Sir George 
Christopher, President of the Chamber of 
Shipping, 1948-49. 
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Construction and Maintenance of Ballochmyle Viaduct, 
Scottish Region 


Centenary of notable masonry structure 


with outstanding 
ONE of the most notable engineering 

features on the main line from 
Glasgow to Carlisle, via Kilmarnock and 
Duntfries, is the Ballochmyle Viaduct over 
the River Ayr, some two miles ‘south of 
Mauchline. The structure consists of seven 
masonry arches, and carries a double line 
of railway, on a gradient of | in 160, 
rising towards the ‘south. The track is 
straight throughout the length of the via- 
duct, but curves to the left immediately 
beyond the southern abutment. At the 
time of its construction the centre span was 
said to be the largest railway arch in the 
world, and, as far as can be ascertained, 
this claim still holds good in respect of 
masonry arches. 

Powers to extend the Glasgow, Kil- 
marnock, Paisley & Ayr Railway from 
Kilmarnock to Cumnock were granted on 
July 21, 1845, and the first section, from 
Kilmarnock to Auchinleck, which includes 
the Ballochmyle Viaduct, was opened 
on August 9, 1848. The remainder 
of the line was opened on May 20, 
1850. Meantime, the Glasgow, Dum- 


maintenance 


record 


fries & Carlisle Railway had been author- 
ised from Cumnock to a junction with the 
Caledonian Railway at Gretna, some eight 
miles north of Carlisle. This line was 
opened in sections, and completed on 
October 10, 1850. On the same day, the 
Glasgow, Paisley, Kilmarnock & Ayr, and 
the Glasgow, Dumfries & Carlisle Railways 
were amalgamated as the Glasgow & South 
Western Railway. 

Preliminary work at the site of Balloch- 
myle Viaduct was begun in March, 1846, 
although it was not until September 5 of 
that year that the foundation stone was 
laid with full Masonic houours. A tablet on 
one of the abutments records the ceremony. 
As far as can be ascertained, after the lapse 
of a century, the work proceeded without 
serious delay or mishap, and the last stone 
was laid on March 12, 1848, five months 
before the opening of the railway. 

The viaduct is constructed almost en- 
tirely of red ‘sandstone, quarried in the 
immediate neighbourhood, but the arch 
rings are of harder stone, obtained from 
quarries near Dundee. The timbering and 
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centering used for the construction of the 
main arch were exceptionally massive, 
and were acclaimed as masterpieces of 
joinery in contemporary reports on the 
progress of the work. 

The central arch span's the deep, wooded 
gorge of the river, and is a complete seni- 
circle of 181 ft. diameter. The arch ring 
is 5 ft. 6 in. thick at the springing, and 
4 ft. 6 in. at the crown. On the north 
side the arch springs from the top of a 
cliff, which rises almost perpendicularly 
to a height of more than 60 ft. above 
the river, but the opposite bank has a far 
more gradual slope. The track is some 
160 ft. above the bed of the river. 

The main arch is flanked on each side by 
three semi-circular arches of 50 ft. span. 
The height of these approach spans varies 
from 60 to 80 ft., and the arch rings are 
2 ft. 6 in. thick. The whole structure is 
630 ft. long, and is remarkable for its 
massive but well-proportioned outlines, 
The piers at the abutments, and on each 
side of the centre span, and the parapet 
courses, are of particularly heavy con- 
struction. 

The viaduct has never undergone any 
structural alterations or extensive rebuild- 
ing, and, although the weight and speed 
of trains have increased far beyond any- 
thing visualised a century ago, it con- 
tinues to carry main-line traffic at high 

(Continued on page 243) 























HALF SECTION 


Half-elevation and half-section, showing type of construction and principal dimensions 
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‘‘Foyer Interallié des 
Chemins de Fer ” 


Transportation Club opened in Paris 


Fo! LOWING the success of the Trans- 

portation Club at 44, Wilton Crescent, 
London, a Paris Transportation Club 
recently has been opened under the aus- 
pices of the French National Railways, 
and thanks are due to Mr. Flouret, Presi- 
dent, and Mr. Lemaire, General Manager. 

The Club is situated on the second floor 
at No. 11, rue de Milan, Paris, in close 
proximity to Saint Lazare Station. The 
pleasant and well-decorated premises in- 
clude a bar and reading room and a dining 
room. A variety of drinks are available 
at popular prices, and a copious meal is 
prepared by a first rate chef, the cost being 
fr. 500 (11s. 6d.), including wine and ser- 
vice. The annual membership fee is fr. 
500. 

Senior officers of air and navigation 
organisations and all senior railway officers 
of the Allied countries may become mem- 
bers, and already a number of members 
have been registered from Belgium, France, 
Great Britain, Holland, Luxembourg, 
Switzerland, and the U.S.A. Mr. A. M. 
Newbold, representative of the British 
Railways, Paris, has been appointed Vice- 
President of the Foyer Interallié des 
Chemins de fer. 








Construction and Maintenance of 
Ballochmyle Viaduct, Scottish Region 


(Concluded from page 242) 


speed, and without weight restriction. The 
whole structure is inspected thoroughly 
once a year. Field glasses are used to 
examine the inaccessible parts of the piers 
and spans, and, so far, nothing has been 
revealed which has warranted the erection 
of scaffolding for a closer inspection. 

In 1946, it was noticed that ballast was 
getting through to the voids between the 
inner spandrel walls, and several of the 
heavy flagstones, which form the decking 
of the viaduct, were replaced or reseated, 
and the accumulated material was re- 
moved. At the same time, the opportunity 
was taken to provide manholes in the 
decking, to facilitate future access to the 
inner walls. A search through official 
records has failed to reveal any other 
repairs to the structure since it was opened 
to traffic. 


BULGARIAN RAILWAY RECONSTRUCTION.— 
The Bulgarian Government has author- 
ised a large-scale railway reconstruction 
project. A 90 km. section between 
Vraca and Orehovo, which is to be com- 
pleted by 1950, will run through all the 
major Bulgarian ports on the Danube. 
Twenty thousand workers will be em- 
ployed in the venture. 


U.S. RAILWay REVENUES.—According to 
the Association of American Railroads, 
the total operating revenues of the 
American railways during July are esti- 
mated at 671,000,000 dollars, an 18:2 per 
cent. increase over the same month last 
year. Freight revenues for July are 
estimated at 21-9 per cent. higher than in 
July, 1947, and passenger revenues are 
up 1:5 per cent. All sections of the 
country have reported increases in revenue 
ranging from 6/10 of 1 ver cent. in pas- 
Senger revenues for 33 western railways 
to 23-8 per cent. more in freight revenue 
for 34 eastern railways. 
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Bar of the Paris Transportation Club situated in the Rue de Milan, 
near Saint Lazare Station 


Lounge and reading room of the Club recently opened under the 
auspices of the French National Railways 
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Flood Damage on the Railways 
(See article on page 250) 


Barre! Arch Bridge, No. 126, between Reston and Grantshouse 


Po 


Free Kirk Bridge, No. 133, between Reston and Grantshouse 


PR mh I Ncge 


llapsed culvert No. 146, west of Ayton 


ine at co 


Embankment washed away near Cockburnspath 
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New: “ Al” Class Locomotives for British Railways 


A series of Pacific locomotives for express passenger working, 
now under construction at Doncaster and Darlington works 


THE latest development of a long line of 

Pacific locomotives, originating with 
No. 1470, Great Northern, in 1922, and the 
first new locomotive of the “ Al” class, is 
now at work on the East Coast main line 
of British Railways. As was recorded in 
our August 20 issue, the new “Al” type 
locomotive is the first of a series to be built 
at Doncaster and Darlington Works, and 
follows a prototype rebuilding of the old 
Great Northern in 1945, when Mr. Edward 
Thompson, then Chief Mechanical Engin- 
eer, L.N.E.R., envisaged the construction 
of a standard express passenger Pacific 
type, a's part of an extensive programme of 
locomotive standardisation. At that time, 
the original G.N.R. Pacific locomotive was 
rebuilt with an “ A4” type boiler, which 
was pressed to 250 Ib. per sq. in., and the 
tractive effort was raised to 37,397 lb. The 
cylinders were reduced from 20 to 19 in. 
dia, and the drive divided between the first 
and second coupled axles. In place of the 
conjugated 2-to-1 gear levers for actuating 
the centre valve, an independent set of 
Walschaerts valve gear was provided, and 
was operated by an eccentric having a 
throw of 44 in., which was mounted on the 
crank axle. 


type boiler in place of the “ A4” type, so 
further promoting the interests of stand- 
ardisation. In fact, the new “Als” bear 
a close resemblance to their mixed-traffic 
counterparts with 6 ft. 2 in. coupled wheels 
—the “ A2” Pacifics—and as well as the 
boilers, cylinders and numerous details 
are interchangeable in the two designs. 
As in the case of the latest series of “ A2” 


New 
“AL” 


Driving wheels, dia. 
Cylinders (3), dia. 
stroke oe 
Boiler pressure (ib. per sq. in.) 
Heating surfaces (sa. ft.) 
Firebox 
Tubes 
Flues ase . 
Total evaporative. 
Superheater 
Total 
Grate area 
Tractive effort at 85 per. cent. 
pressure . _ as 
Total wheelbase 
Maximum total semeetity in working ¢ ‘order— 
Engine oe ees ae 
Tender 


class Lenmmatines, which began to appear 
last December with No. 525, A. H. Pepper- 
corn, the cylinders on the new engines 


ban 50 sq. ft. 
’ boiler 


closer 


37,397 |b. 
62 ft. 54 in. 


104 tons 2 cwt. 
60 tons 7 cwt. 
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the “Als” will not be streamlined, the 
object being to facilitate maintenance and 
avoid impairing accessibility. The drive 
is divided and the middle cylinder acts on 
the leading coupled axle and the outside 
cylinders on the middle axle. Three 
separate sets of Walschaerts gear are used 
to drive the 10-in. dia. piston valves, 
Hopper ashpan and rocking: grate are fitted 
and, as with the prototype “ Al,” a double 
chimney has been used. Electric lighting 
is by turbo-generator, and a Flaman speed 
recorder has been installed. The table 
below shows the principal dimensions of 
the new “ Al ” type locomotives, compared 

Rebuilt Mixed-traffic Streamlined 

Great Northern “Ra” wl Te 


6 ft. Bin. 6 fc. Zin. 6 ft. 8 in, 
19 in. 19in, 

26 in. 

250 


231-2 
1,281-4 
1,063-7 
2,576°3 

748-9 
3,325-2 

41-25 sq. ft. 


37,397 Ib. 
63 ft. 6§ in. 


50 sq. fe. 


40,430 Ib. 
60 ft. S$ in. 


41°25 : sq. ft. 


35,455 Ib. 
60 ft. 10§ in, 


102 tons |9 ewt. 
62 tons 8 cwt. 


101 tons 
60 tons 7 cwt. 


101 tons 10 cwt. 
57 tons 18 cwt. 
with those of the rebuilt Great Northern, 
the streamlined “ A4” type, and the latest 
* A2” Pacifics. 


have been brought together by 
moving forward the outside cylinders to 
the more orthodox position between the 
bogie wheels. 

Unlike the * ’ class, their immediate 
predecessors in = haulage of express pas- 
senger trains on the East Coast main line, 


The new “ Al” Pacific, No. 60114, built 
to the design of Mr. A. H. Peppercorn, 
Chief Mechanical Engineer, Eastern & 
North Eastern Regions, is very similar to 
the prototype rebuild, Great Northern, 
though it has been decided to use an “ A2” 


GOTHARD TUNNEL CLOSURE.—Limited 
traffic through the St. Gothard tunnel 
was resumed on the evening of August 18, 
after all trains had stopved because of 
fire in an underground ammunition dump. 


The first of British Railways new series of **A1” class Pacifics 


250LB. PER SQ. IN. 
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Principal weights and dimensions of the * Al” Pacific 
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RAILWAY 


PERSONAL 


Sir Cyril Hurcomb (Chairman of the 
British Transport Commission) _ has 
accepied the office of President of the 
Railway Students’ Association. 


Mr. P. H. Sarma, formerly of the 
Bengal Assam Railway, and now of the 
East Indian Railway, has taken over from 
Mr. H. F. Simpson, who has proceeded on 
long leave, as General Secre- 
tary of the Indian Railway 
Conference Association and 
Director of Wagon Interchange, 
Mr. Simpson, who is an officer 
of the Bengal Nagpur Railway, 
joined the Association as 
General Secretary in January, 
1945. 


Viscount Ridley has joined 
the board of Head, Wrightson 
& Co, Ltd. 

Mm. EG. 
Assistant District Superinten- 
dent, Kings Cross, Eastern 
Region, British Railways, has 
been appointed District Super- 
intendent, Lincoln, 


MacGregor, 


We regret to record the death 
of Mr. T. O. Lewis, a Director, 
and General Manager, Tin- 
plate Division, of the Steel Co. 
of Wales Ltd., aged 64. 


Mr. T. B. Bond has been 
appointed Managing Director 
of Currie & Co. (Newcastle) 
Ltd., succeeding Major A. D. 
Currie, who has retired. 


Hay’s Wharf Cartage Co. 
Ltd. announces that Mr. D. H. 
Foulds has been appointed 
Chief Parcels Manager, Carter 
Paterson & Pickfords Joint 
Parcels Services, in place of 
Mr. N. D. Fawkner, who 
recently became Principal 
Officer (Parcels), Road Trans- 
port Executive. 


The late Sir Murray Morri- 
son, a pioneer of the produc- 
tion of aluminium in _ this 
country, lately Deputy-Chair- 
man of the British Aluminium 
Co. Ltd., left £75,199. 


Mr. A.@A. Camp has_ been appointed 
Resident Engineer of the Paraguay Central 
Railway. 


Mr. C. O. Boyse, Chief Civil Engineer 
of British Insulated Callender’s Cables 
Limited, is the Chairman-elect of the In- 
stitution of Electrical Engineers Trans- 
mission Section for 1948-49. 


Mr. Norman Elce has been appointed 
Assistant Chief Mechanical Engineer of the 
Metropolitan-Vickers Electrical Co. Ltd. 
From 1926 to {941 Mr. Elce was respon- 
sible for industrial turbine applications and 
Installations. During the recent war, when 
the company formed a section for special 
work In connection with the military use 
of atomic energy, he visited the U.S.A. 
as a member of the British team under 
Sir Wallace Akers. In 1944 he was 
appointed Assistant to the Chief 
Mechanical Engineer of the company, 
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Mr. F. W. Aickin, O.B.E., M.Inst.T., 
who, as recorded in our July 9 issue, has 
been appointed General Manager of the 
New Zealand Government Railways, is 53 
years of age. He was for some years re- 
lieving officer in the office of the District 
Traffic Manager at Wellington before 
transferring to the head office, where he 
has held executive and administrative posi- 
tions in the accountancy, land and law 
branches of the Railways Department. 


Mr. F. W. Aickin 


Appointed General Manager, New Zealand 
Government Railways 


When, in 1931, the regulation of road 
transport in the Dominion was undertaken, 
Mr. Aickin, in addition to his legal work, 
was the principal adviser to the Railways 
Department on co-ordination, and he con- 
tinued to act in that capacity for six years. 
He negotiated the purchase of a number of 
long-distance road passenger services, and 
was a member of 2 committee which 
drafted regulations for the licensing and 
control of road goods services. Jmmedi- 
ately before his appointment as General 
Manager, he was the Department’s Staff 
Superintendent & Chief Legal Adviser. 
He is a barrister and solicitor of the 
Supreme Court of New Zeaiand. He 
visited England in 1946 on contract busi- 
ness involving several millions of pounds. 
Mr. Aickin served in the first and 
second world wars. He was mentioned in 
dispatches twice, and was made an O.B.E. 
for his services with the 8th Army. His 
unit. 16 N.Z. Railway Operating Com- 
pany, which he commanded as Major, 
served in the Western Desert from 1940-43. 


NEWS SECTION 


The King has granted to Mr. Dudley 
George Bourn His Majesty’s Royal licence 
and authority to wear the insignia of the 
Third Class (Civil Division) of the Order 
of Al Rafidain, conferred on him by the 
King of Iraq in recognition of valuable 
services rendered by him as_ Traffic 
Manager, Iraqi State Railways (from 
which position he has lately retired). 


Mr. S. J. Hunter, Operating Assistant, 
St. Andrew's Dock, Hull, 
North Eastern Region, British 
Railways, has been appointed 
Dock Agent, Immingham, 
Eastern Region. He will be 
responsible for the duties pre- 
viously undertaken by the 
Dock Agent and the Coal 
Shipping Superintendent. 


Mr. C. R. Panes has been 
appointed Chief Representa- 
tive in charge of the new 
organisation set up by British 
Railways at 14, Bishops Bridge 
Road, Paddington, W.2, to 
maintain contact with the pub- 
lic in the London area on all 
passenger travel matters. His 
staff is in a position to handle 
inquiries from firms, social 
organisations, scholastic estab- 
lishments, and other bodies re- 
lating to any region of British 
Railways. 


Mr. J. R. Shewan, A.M.LE.E., 

who, as recorded in our June 

25 issue, has been appointed 

Electrical Engineer (London), 

Eastern Region, British Rail- 

ways, was educated at Leith 

Academy and_ subsequently 

studied at Leith Technical 

College and Heriot Watt 

College, Edinburgh. In 1909 

he joined the North British 

Railway at Edinburgh, with 

which he served his apprentice- 

ship in mechanical and elec- 

trical engineering. He was 

appointed Technical Assistant 

in the Electrical Department in 

1917, and Chief Assistant to 

Electrical Engineer, Scottish 

Area, L.N.E.R., in 1930. Three 

years later he was made 

Assistant Electrical Engineer, 

Scottish Area, Chief Mechanical 

Engineer's Department, and in 1941, Elec- 

trical Engineer, Scottish Area, Chief 
Electrical Engineer’s Department. 

SouTH AFRICAN RAILWAYS & HARBOURS 

Mr. J. H. Vlok, System Manager, Wind- 
hoek, has been appointed System Manager, 
Kimberley. 

Mr. C. S. Middlewick, Superintendent 
(Administrative), Office of the Chief 
Superintendent of Railway Police, has 
been appointed System Manager, Wind- 
hoek. 


COLONIAL RAILWAY APPOINTMENTS 

The Secretary of State for the Colonies 
recently approved the following appoint- 
ments :— 

Mr. A. F. Lewis, Stores Superintendent, 
Sierra Leone Government Railway, to be 
Assistant Stores Superintendent, Nigerian 
Railway. 

Mr. J. K. Dougal to be Senior Traffic 
Superintendent, Gold Coast Government 
Railway. 





Mr. E. A. Bromley 


Appointed Vice-President, Purchases & Stores, 
Canadian National Railways 


Mr. Edwin A. Bromley, who, as re- 
corded in our August 13 issue, has been 
appointed Vice- President in charge of 
Purchases & Stores, Canadian National 
Railways, entered railway service at 
Toronto in 1918. In 1923, he went to 
Montreal as Secretary to the Vice-Presi- 
dent of Purchases & Stores; and he was 
appointed Office Assistant to the Vice- 
President of the Purchasing Department in 
1929. In 1930 he became General 
Stationery Agent, and in 1932 was pro- 
moted Assistant Purchasing Agent. In 
1937 he was made Assistant to the Vice- 
President of Purchases, Stores & Steam- 
ships; and in September, 1939, his services 
were lent to the Dominion Government to 
assist in organising the Department of 
Munitions & Supply, at Ottawa. Mr. 
Bromley returned to the railway in May, 
1940, and was anpointed General Pur- 
chasing Agent for the system in August, 
1941. The bulk of the orders placed by 
the depariment of which he now takes 


Mr. J. B. Hastie 


Appointed Divisional Manager (Freight), 
Scotland, Road Transport Executive 
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Mr. G. W. Fruin 


Appointed Comptroller of Stores, Western 
Australian Government Railways 


to meet the requirements of the 
railway, hotel, telegraph and _ express 
operations, Canadian National Steam- 
ships, and Trans-Canada Air Lines, is 
placed with Canadian firms, but because 
of the extensive overations of the system 
purchases are also made in the United 
States, the United Kingdom, and else- 
where. Mr. Bromley is a Past-President 
of the Canadian Railway Club. 

Mr. G. W. Fruin, A.M.I.E. (Australia), 
who, as recorded in our July 2 issue, has 
been appointed Comptroller of Stores. 
Western Australian Government Railways, 
was born on November 29, 1894. He 
entered the W.A.G.R. service in 1911 as a 
junior draughtsman. His subsequent ser- 
vice included the positions of draughts- 
man and Assistant Engineer, and since 
1930 Mr. Fruin has been District Engi- 
neer, for the last fourteen years having 
had charge of the Southern District, the 
headquarters of which are at Narrogin. 


charge, 


The late Mr. W. J. R. Squance 


General Secretary of the Associated Society of 
Locomotive Engineers & Firemen, 1936-39 


August 27, 


Mr. R. E. B. Lee 


Appointed Comptroller of Accounts & Audit, 
Western Australian Government Railways 


Mr. R. E. B. Lee, B.Com., LL.B., who 
has been appointed to succeed Mr. W. H. 
Bromfield, who has retired, as Comptroller 
of Accounts & Audit, Western Australian 
Government Railways, was born at Bruns- 
wick, Victoria, in 1899. He is a qualified 
accountant, a Licensed Companies 
Auditor, and a member of the National 
Association of Cost Accountants of New 
York. He has had a wide railway ex- 
perience in the U.S.A., in the Accounts 
and Stores Departments of the Southern 
Pacific Lines and the Chesapeake & Ohio 
Railway, as well as with the Victorian 
Government Railways, with which he was 
Auditor of Revenue for thirteen years, 
Mr. Lee saw active service abroad, and 
is now on the Reserve of Officers with the 
rank of Major. 


Mr. J. B. Hastie, O.B.E., who, as re- 


corded in our July 30 issue, has been 
appointed Divisional Manager (Freight), 
Scotland, Road Transport Executive, was 


Mr. C. M. Stedman 


Locomotive Running Superintendent, N.E. Area, 
L.N.E.R., and N.E. Region, 1931-48 
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from 1919 to 1942 Managing Director of 
the Glasgow Hiring Co. Ltd, In Feb- 
ruary, 1942, he was appointed Divisional 
Road Haulage Officer for Scotland under 
the Minister of Transport’s Road Haulage 
Organisation, and he continued in that 
capacity until June 30 last, when he was 
released to take up duty under the Road 
Transport Executive. 


We regret to record the death, at the 
age of 68, of Mr. W. J. R. Squance, who 
was General Secretary of the Associated 
Society of Locomotive Engineers & Fire- 
men from 1936 to 1939. He was born at 
Landore, Swansea, and joined the Great 
Western Railway as a cleaner in 1894, 
becoming a fireman in 1898. He was pro- 
moted to be a driver at Goodwick in 1907. 
He joined the Aberdare Branch of the 
A.S.L.E.F. in 1899, and became Secretary 
of the Goodwick Branch in 1907. Three 
years later he was elected Chairman of 
the Newport Branch and from 1911-16 
served as Secretary of the Llanelly Branch. 
In 1915 Mr. Squance was appointed the 
first Secretary of the G.W.R. Delegation 
Board, and he was made a member of the 
executive committee of the South Wales 
District in the next year. In the years 
1919 and 1921 he was elected Vice-Presi- 
dent and President of the executive com- 
mittee, and he was a member of the Nego- 
tiating Sub-Committee for National Nego- 
tiations, and of the National Wages 
Board in 1920 and 1928. He served as 
Secretary, Employees’ Side, Great Central, 
North Staffordshire, and L.N.E. Railways 
Sectional Railway Council No. 2 and 
Great Northern (Ireland) S.R.C. No. 3, 
and from 1921 was connected with the 
Irish national negotiations, and was the 
Society’s advocate on all wages claims in 
Ireland. Mr. Squance left the service of 
the G.W.R. in July, 1921, and in the next 
month became Organising Secretary of the 
AS.L.E.F., of which he was appointed 
Assistant General Secretary in 1927, and 
General Secretary in i936. 


Mr, Charles M. Stedman, M.I.Mech.E., 
M.I.Loco.E., M.Inst.T., who has retired 
from the position of Locomotive Running 
Superintendent, North Eastern Region, 
British Railways, entered Great Eastern 
Railway service in 1900 as a premium 
apprentice under Mr. James Holden. On 
completing his apprenticeship he spent 
some years in the drawing office, after 
which he was appointed Locomotive 
Inspector, serving in that capacity for four 
years, during which period he took charge 
of most of the locomotive districts during 
the temporary absence of the District 
Locomotive Superintendents. He was sub- 
sequently placed in charge at Parkeston, 
and was afterwards transferred to Norwich 
as Assistant District Locomotive Super- 
intendent. In 1914 he was appointed by 
Sir Henry Thornton a member of special 
reorganisation committees then instituted, 
and in the next year became Chief Assis- 
tant to the Superintendent of Operation. 
That department, as a result of reorganisa- 
tion, was given control of all matters 
appertaining to the movement of traffic, 
including locomotive running. In 1923 Mr. 
Stedman became Assistant Locomotive 
Running Superintendent, Southern Area, 
L.N.E.R. In 1926 he was appointed Assis- 
tant Locomotive Running Superintendent 
for the North Eastern Area, and, in 1931, 
Locomotive Running Superintendent for 
that area, Mr. Stedman is a Justice of the 
Peace for the North Riding of Yorkshire. 
and an Officer (Brother) of the Order of 
St. John of Jerusalem. He was Chair- 
man of the committee of management of 
the N.E.R. Cottage Homes & Benefit Fund, 
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and was Chairman of the Employers’ Side 
of L.N.E.R. Sectional Council No. 2 for 
eleven years. 


We regret to record the death on 
August 22, at the age of 71, of Mr. Robert 
White Higgins, who retired at the end of 
1941 from the position of Divisional Super- 
intendent, Exeter, Great Western Railway. 


MEMORIAL SERVICE FOR MR. W. K. 
WHIGHAM 

A memorial service for Mr. W. K. 
Whigham, lately Deputy-Chairman, London 
& North Eastern Railway Company, was 
held on August 24 at St. James’s, Sussex 
Gardens, London, W.2. Those present, in 
addition to family mourners, included :— 

Lord Catto (Governor, Bank of England), 
Lord Kindersley, Sir Andrew Duncan, Sir 
Ralph Wedgwood (sometime Chief General 
Manager, L.N.E.R.), Sir Johnstone Wright 
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(lately Chairman, Central Electricity Board), 
Sir William Wood (Member, British Transport 
Commission), Sir Reginald Hill (Chairman, 
Docks & Inland Waterways Executive), Sir 
Ronald Matthews (lately Chairman, L.N.E.R.), 
Sir Archibald Jamieson, Mr. V. M. Barrington- 
Ward and Mr. J. C. L. Train (Members, 
Railway Executive), many officers of British 
Railways, Colonel K. R. N. Speir (Secretary, 
Transportation Club, representing the Council 
of the Club), Mr. Ronald Leslie (lately 
Director, Central Argentine Railway), and 
representatives of many banking and other 
firms. 








INSTITUTE OF TRANSPORT CONFERENCE.— 
There are still some vacancies for the 
Institute of Transport Conference, which, 
by courtesy of the London Midland 
Region, British Railways, will be held 
at the School of Transport, Derby, from 
September 10—13. 








England v. 


The 16th annual competition for the 
England v. Scotland Ambulance Challenge 
Shigld, presented in 1927 by the then 
L.N.E.R. for annual competition between 
ambulance teams of the company’s staff 
in England and Scotland, took place 
recently in the York Railway Institute 
Gymnasium. In the final, there were two 
teams from Scotland and two from the 
Eastern Region. The judging was carried 
out by Major A. C. White Knox, of Lon- 
don. The judge in the individual practical 
section was Dr, J. Rodger Sutherland, of 
Glasgow. The scene, set by the York 
Carriage & Wagon Department, comprised 
a background of two carriages with a 
coupling between. 

The total marks obtainable were 400, 
200 for each section of the contest. 


The results of the contest were:— 


Team Individual 


Total 
3584 
2824 


Kings Cross Loco. ... 
Langwith ees bee 
Edinburgh Waverley 278 
Kipps ... api 254 

The shield was presented to the winners 
by Mr. E. M. Rutter, Superintendent, 
North Eastern Region, who said he wished 
to thank the doctors for so kindly com- 
ing forward to judge, the teams for the 
hard work they had put in, the Carriage 
& Wagon Department at York for the ex- 
cellent setting, and, finally, Mr. Sidney 
Cooper, who had organised so many 
similar competitions in the past and with- 
out whom the ambulance service in the 
North Eastern Region would be at a 
great disadvantage. 


Mr. E. M. Rutter, Superintendent, North Eastern Region, presenting 
the challenge shield to Kings Cross Loco. team (see article above). 
Next to Mr. Rutter is Mr. Sidney Cooper 
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Restoring Services in the Flooded Areas 


The Railway Executive announced on 
August 20 that as the normal East Coast 
route from England to Scotland would 
not be available for some weeks, arrange- 
ments had been made to divert trains over 
alternative routes, and to introduce from 
August 23 a temporary timetable in 
which additional time would be allowed 
trains to cover the longer mileage and 
for speed restrictions. The amended 
services are as follow: — 

Trains cancelled 
a.m. (Mondays on!y) Newcastle to Glasgow 

10.19 a.m. (Sats. only) Tynemouth to Glasgow 

10.58 a.m. (Fridays only) Newcastle to Glasgow 

7.30 a.m. (Sats. only) Glasgow to Newcastle 

9. Sa.m. (Sats. only) Glasgow to Kings Cross 

11.48 a.m. (Fridays only) Glasgow to Kings Cross 

12.20 p.m. (Sats. only) Glasgow to Whitley Bay 

3.40 p.m. (Sats. only) Glasgow to Newcastle 

7.15 p.m. (Fridays only) Glasgow to Kings Cross 
Trains terminating at Berwick 

8.30 a.m. Darlington to Edinburgh 

10. S5a.m. York to Edinburgh 

4.10 p.m. Newcastle to Edinburgh 

8.30 a.m. (Sundays only) York to Edinburgh 
Trains terminating at Newcastle 

10.20 a.m. (Sats. only) Hull to Glasgow 

9.20 a.m. (Sats. only) Kings Cross to Edinburgh 

11.45 a.m. (Sats. only) Kings Cross to Glasgow 

9.55 p.m. (Mondays only) Leeds (City) to Edinburgh 
Trains starting at Berwick 

6.40 a:m. Edinburgh to Newcastle 

10.37 a.m. (Sats. excepted) Edinburgh to Leeds (City) 

10.45 a.m. (Sats. only) Edinburgh to Leeds (City) 

2.30 p.m. Edinburgh to Newcastle. 

New additional services 

|. 7 p.m. Newcastle to Kings Cross 

4.34 p.m. Newcastle to Kings Cross 

8.21 p.m. Newcastle to Leeds (City) 

11.17 p.m. Newcastle to York 

2.33 p.m. (Sundays) Newcastle to Kings Cross 

This temporary service adds 90 min. 
to the journey time of the Anglo-Scottish 
expresses. Local services operating in 
the flooded area are also affected. The 
main route for passenger services to and 
from Edinburgh is via Kelso and St. 
Boswells, which although a valuable help, 
has limitations because of being only 
single track between Kelso and_ St. 
Boswells. The Roxburgh-Jedburgh  ser- 
vice was resumed on August 19. 

Some goods traffic is being diverted 
also. via Kelso. and other traffic via 
Newcastle and Carlisle and thence via 
Carstairs or the Waverley route. In the 
latter case, there is a further difficulty 
because the line from St. Boswells to 
Edinburgh has to carry all the passenger 
trains and some of the freight traffic. 
Arrangements are being made, as far as 
possible. to transfer train loads of traffic 
from the Eastern Region to the London 
Midland Region at country junctions in 
England. 

With the main East Coast route blocked 
and the inferior capacity of the diversion- 
ary routes, delay to passenger trains is 
inevitable, and the amount of freight 
traffic which can be moved will be below 
the normal figure. The emergency 
arrangements which have been _intro- 
duced will reduce the delay to a mini- 
mum, and also enable the maximum 
amount of freight traffic, in the circum- 
stances, to be moved. In the meantime, 
work is going on at full speed to clear 
three freight trains trapped by fallen 
bridges. One train has been released 
intact, and its wagons and their loads are 
on their way again. 


COMBINED ROAD AND RAIL SERVICES 

Passengers are being booked to all 
railway stations in the flood area by 
combined rail and bus services. The bus 
services are scheduled to run as near as 
possible to the times at which the stations 
were served by trains before the flooding. 
Traffic by passenger and goods train, with 
some exceptions, is being conveyed to 
and from all stations in the flood area 


by a combination of rail and road motor 
services. Based at Dunbar, Berwick, and 
St. Boswells. bus services link the rail- 
heads with stations cut off from direct 
rail service. Substitute bus services serve 
stations between St. Boswells and Cold- 
stream, via Kelso, and between Berwick 
and Eyemouth. Horses and other live- 
stock. carriages, and similar traffic by 
passenger train can be conveyed only by 
prior arrangement with the stationmaster 
at the sending point. Livestock, coal and 
mineral traffic cannot yet be accepted. 
Between Berwick and Burnmouth the 
track is now being cleared of a large 
quantity of debris, which almost buried 
the line, and the down line is already 
usable. Work is actively in hand between 
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nent bridges while traffic is passin 
temporary structures will be largely of 
a military character, and special trains 
carrying military bridging equipment are 
being run from depots in the south, 
Military bridging experts are also adyis. 
ing on the site, and contractors with 


The 


suitable plant have already been engaged, 


FOUNDATIONS FOR BRIDGES 

Careful consideration has to be given 
to the foundations for the temporary 
bridges to avoid scour during the coming 
winter. In some cases this will be achieved 
by supporting military trestles on piles 
and in other cases by making coffer dams 
of steel sheet piling, large quanti f 
which are on their way to the si 
will be impossible to construct the pe 
nent bridges in time to meet the heavy 


East Coast main line blocked at Grantshouse 


Ayton and Reston safeguarding against 
the collapse of the embankment holding 
the impounded water, releasing the water 
without danger to the local. inhabitants, 
and reconstructing the culvert which col- 
lapsed. It is necessarily slow because of 
the weakness of the embankment and the 
need for caution. 

Between Reston and Grantshouse not 
only have seven bridges been washed 
away, but extensive lengths of railway 
embankment on both sides of each bridge 
have also been demolished, leaving gaps 
of 120 to 150 ft. across the swollen river. 
Between Grantshouse and Cockburnspath 
thousands of yards of permanent way 
ballast have been washed away, and large 
quantities of debris deposited on to the 
line. The embankment has been under- 
mined at three places and major sub- 
sidences have taken place, leaving the 
track unsupported over big gaps. Thou- 
sands of yards of filling are now being 
placed to enable the line to be restored. 
North of Cockburnspath the foundations 
of a number of bridges carrying the line 
over the burns have been undermined and 
are now being repaired. 

As a matter of policy. because of the 
magnitude of the damage and the neces- 
sity of getting traffic through before too 
long a lapse of time, it has been decided 
to construct temporary bridges and pro- 
ceed with the construction of the perma- 


flow of water which must be anticipated 
on occasions during the winter months. 

Considerable damage was sustained on 
alternative routes now being used, both 
in the case of structures and signalling, 
but, fortunately, with the resources avail- 
able it has been possible to effect the 
necessary repairs in the minimum of time. 
For instance, at Galashiels, where there 
is electrical signalling, the relay room was 
completely flooded, and new relays had 
to be rushed to the box by road. 

It will be appreciated that, while almost 
all traffic from the south had to pass 
through Carlisle, there were delays con- 
sequent upon the congestion at this busy 
centre, and it was important to open alter- 
native routes at the earliest moment. 

The Railway Executive has been able 
to concentrate the whole resources ol 
British Railways in personnel and mate 
rials to: restore normal conditions. 


RAILWAY & CANAL SECURITIES (CONVER- 
SION DaTeE) ORDER.—The Minister 0! 
Transport has made the Railway & Canal 
Securities (Conversion Date) (No. 10) 
Order, 1948 (Statutory Instrument No. 
1852) under Paragraph 1 of Part II of the 
Fifth Schedule to the Transport Act, 1947. 
Copies of the Order are obtainable from 
H.M. Stationery Office, or through any 
bookseller, price Id. net. 
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Acquisition of Road Haulage Limited, Oxford; Smart Transport Co. Ltd., 
Bristol; Springfield Carriers Limited, Man- 


yl . 
Undertakings by RIC. a Stephens Transport (Industrial) 
aura! ‘ak ‘ a Amited, Gloucester; Swindon Transport Co. 
The British Transport Commission has  [1q_ Swindon: Talbot Seaenua’ ate 
announced thai in terms of a voluntary desley) Limited, Kidderminster; Wallsend 
agreement it has acquired the whole of Road Haulage Limited, Wallsend-on-Tyne ; 
the share capitals of a group of road Warringion Transport Limited, Sheffield; 
haulage undertakings comprising the Arthur Hinchcliffe Limited, Sheffield; William 
following :— Wisely & Sons Ltd., Aberdeen; George Wood 
Transport Limited, Birmingham; Long- 
bridge Transport Limited, Birmingham: 
Woods Transport (Redditch) Limited, Bir- 
mingham; Mason & Son (Haulage) Ltd., 
Peterborough; T. S. Charnel & Sons Ltd., 
Walsall: Garlish & Price ee Baith ; 
R. T. Watson & Son Lid., Bath: J. & R. C. 
Nixon Limited, Stoke-on-Trent ; Imperia 
Transport Co. Ltd., Manchester. 











B. & G. Transport Limited, Peterborough; 
David Barrie Limited, Dundee; A. C. Bell 
& Son Ltd., ea; Joint Transports 
Limiied, Scarborough : . J. Burrough & Sons 
Lid. rl al € A. & F. Cook 
Limued, Hull; C. & L. Transport Co. Ltd., 
Wolverhampton; H. & R. Duncan Limited, 
Edinburgh; A. & J. Dunn Limited, Denny ; 
Ellioits Transport Limited, Newport; J. T. 
Elwell & Co. Litd., Walsall; County Motor These companies came under the Com- 
Services Limited, Choppington, Northumber- mission’s control as from August 17, and 
land; Greenwood’s Transport Limited, Hunt- their operations will be directed by the 
ingdon ; Fred Darby & Sons Lid., Ely; Road Transnort Executive. The companies 
F. Marshall & Son (Transport) Lid., Green- jn the group own about 1.400 vehicles 
wich; F. Allen Limited, Greenwich; F. Carr ith ceragiad nenenaeie’ F 10.200 : 
& Son (Bedford) Ltd., Bedford; Medway WEN a Carrying capacity Rm -. 10,290 tons. 
Transport Limited, Rainham; R. Harrison (¢¢ editorial note, page 230) 
Limited, London; Guest, Wood & Ling 
Limited, Bath; Hepplewhite & Shaw Limited, 


Sunderland; Hughes & Beatty Limited, Locomotive Shed Masters’ 
























Carlisle ; Jackson’s Haulage (Swansea) 

Limited, Swansea; S. J. Jeffery Limited, Conference 

Swansea; Jennens Bros. (Transport) Ltd., 

Birmingham; H. W. Jones (Haulage) Following the success of its previous 
Limited, Wisbech; John Lampart Limited, locomotive shed masters’ conferences, 
Salisbury ; Lansdowne Moiors (Cardiff) British Railways, Eastern Region, held a 





Limited, Cardiff; S. Latham & Son Ltd., third such conference at the St. Ronans 
Leicesier; Marshall Bros. (St. Helens) Ltd.. staff Training Centre, Hadley Wood, be- 
St. Helens; Miller & Co. (Liverpool & tween Aucust 4 and Ae he fir 
London) Ltd., Liverpool; John Morton & on So eS 5S me ee eee 
Son Ltd., Coventry; North Staffs Haulage Stance, the conference was arranged for 
Limited, Stoke-on-Trent: O.K. Carrier Co, Shed masters and similar grades of the 
Ltd., Leeds: W. T. Parrott & Co. Ltd., Eastern Section of the Eastern Region, and 
Luton; Fred Robinson (Transporters) Limited, a complete list of the papers read is as 
Stockton-on-Tees: Charles Scott's Road follows:— 

Service Limited, Oxford; Scott’s Depositories “Mechanical Stafl—Esiablishment Planning 



















Eastern Region Locomotive Shed Masters’ Conference 


















A group at St. Ronans during British Railways, Eastern Region, 
Locomotive Shed Masters’ Conference, August 4-6 







a row (left to right): Messrs. R. Symon, Mechanical Chargeman, Enfield ; 
G. Glenister, Locomotive Shed Master, Colchester ; E. G. Walter, Mechanical 
Giese Epping ; F. W. Hulme, Running Shed Foreman, Stratford ; W. D. G. 
Ryan, Mechanical Foreman, Norwich ; V. G. Gilchrist, Locomotive Shed Master. 
March ; D. G. Leverick, Locomotive Shed Master, Lowestoft ; E. Porter, Passed 
; ~~ March. 
Middle row (/eft to right) : Messrs. G. J. E. Barker, Mechanical Chargeman, Brent- 
wood ; G. Whurr, Locomotive Shed Master, Bury St. Edmunds ; H. C. Webster, 
Assistant to District Locomotive Superintendent, Stratford ; S.C. King, Mechanical 
Foreman, March ; J. Smith, Progressman, March ; N. W. Darby, Supy. Running 
Foreman, Stratford ; P. Sparke, Mechanical Foreman, Ipswich ; E. J. Shaw, 
Locomotive Shed Master, King’s Lynn. 
Front row (left to right) : Messrs. E. S. Hobbs, St. Ronans Training Centre ; A. A. 
Day, Mechanical Foreman, Stratford ; H. H. Halliday, Regional Staff Officer, 
Eastern Region; L. P. Parker, Locomotive Running Superintendent, Eastern 
Region, Eastern Section ; C. K. Bird, Chief Regional Officer, Eastern yg 
A. R. Dunbar, Operating Superintendent, Eastern Section, Eastern Region; A. H. 
Rees, District Locomotive Superintendent, Cambridge; W. Cattermole, Progressman, 
Norwich. 
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and Rostering,” by Mr. V. G. Gilchrist, Loco- 
nsotive Shed Master, March. 

‘Aspects of the Work of the Operating 
Department,” by Mr. G. F. Fieanes, Assis- 
tant Operating Superintendent, Eastern Sec- 
tion, Eastern Region, Liverpool Street. 

* Staff Establishment Planning,” by Mr. 
H. C. Webster, Assistant to District Loco- 
motive Superintendent, Stratford. 

“The Work of a District Office,” by Mr. 
B. R. Boar, Chief Clerk, District Locomotive 
Superintendent’s Office, Cambridge. 

‘Maintenance Methods with the Vacuum 
Brake,” by Mr. F. C. Tuck, Mechanical Fore- 
— Locomotive Running Department, Cam- 
bridge. 

‘Stores and Storekeeping,’ by Mr. Ray- 
mond Gomershall, Locomotive Shed Master, 
Cambridge. 

** Priming—Its Cause and Cure,” by Mr. 
E. K. Ker, Assistant Locomotive Running 
Superintendent, Eastern Section, Eastern 
Region. 

‘Cleaning of Steam Locomotives,” by Mr. 
E. C. Lindop, Assistant District Locomotive 
Superintendent, Eastern Section, Eastern 
Region, Norwich. 

‘Beyond the L.D.C.” by .Mr. H. E. 
Neilson, Locomotive Running Superinten- 
dent's Staff Office. 

“Clerical Methods in Stores,” by Mr. E. D. 
Bloyce, District Locomotive Superintendent’s 
Office, Stratford. 

** Maintenance Methods of Injectors,” by 
Mr. S. M. Smith, Chief Technical Assistant, 
Eastern Section, Eastern Region. 

The conference was opened by Mr. | A 
Parker, Locomotive Running Superinten- 
dent, Eastern Section, Eastern Region, 
and at the closing ‘session he took the 
chair, and was supported by Messrs. C. K. 
Bird, Chief Regional Officer, H. H. 
Halliday, Regional Staff Officer, and A. R. 
Dunbar, Operating Superintendent, Eastern 
Section. 


Radio for London Transport 


A year ago, the Postmaster General 
granted the London Passenger Transport 
Board a wireless transmitting licence for 
engineering railway purposes. Various 
trials of the equipment obtained at that 
time have proved eminently successful, 
the tests revealing that radio can be a 
most useful addition to the present com- 
munications, not only for installation and 
equipment testing, -but for dealing with 
breakdowns on the line. 

A complete network of radio communi- 
cation is to be provided to serve London 
Transport’s engineering ¢evartments. The 
main transmitting station will be located at 
the Executive’s headquarters, 55, Broad 
way, and the aerial will be erected on the 
tower: this site has been chosen as the 
frequencies available operate over optical 
distances only, and the area of communi- 
cation is vastly increased by a high trans 
mitting-aerial. This transmitting station, 
which will be automatic, will be used for 
all outgoing messages from the main re- 
port centre at Earls Court. 

A breakdown lorry will be equipped 
with a transmitter and receiver and will 
carry two portable Walkie-Talkie sets. 
The transmitter on the lorry necessarily 
will be less powerful than ihat at 55, 
Broadway, and will operate over a much 
shorter distance. Consequently, four suit 
ably-located fixed receiving stations are to 
be provided, covering London Transport’s 
railway area and connected io the Earls 
Court report centre by land line. In the 
event of a breakdown, the lorry will be 
stationed in the vicinity of the incident 
and the Walkie-Talkie sets used for com- 
munication between the actual site of the 
breakdown and the lorry. Messages then 
will be transmitted from the lorry to the 
report centre through one of the fixed 
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receiving stations and passed on over the 
Executive’s internal telephone system to 
any required point. 

The service will be available for deal- 
ing with messages covering all departments 
concerned with breakdown, that is, per- 
manent way, signals, Chief Mechanical 
Engineer (Railways) and, where necessary, 
operating. Additional portable receiving- 


sets will be made available, so that urgent 
messages may be relayed to supervisors of 
the Chief Engineer's department when 
travelling by car, particularly at night. 


Swiss Private Railways in 1947 


Passenger traffic on the Rhaetian Rail- 
ways expanded considerably in 1947, the 
number of passengers totalling 5,762,418, 
an increase of 4:2 per cent. over the 1946 
total (5,528,792). First and second class 
travellers increased from 224,822 to 
241,230, the company’s report stating that 
British tourists were prominently respon- 
sible. Goods traffic regressed from 522,733 
tons to 446,999 tons, the decline being 
stated to be caused by the drop in sup- 
plies of firewood to other parts of the 
country because of increased imports of 
coal and mineral oil products, and to road 
competition. 

Working receipts in 1947 totalled 
fr. 20.350,000, compared with fr. 19,070,000 
in the preceding year, and the grand total, 
including ancillary receipts, amounted to 
fr. 21,480,000 (fr. 20,150,000). As work- 
ing expenditure aggregated fr. 22,950,000 
(fr. 21,460,000) a working loss of 
fr. 1.470,000, or 12 per cent. more than 
in 1946 (fr. 1.310,000), resulted. The 
profit and loss account closed with a 
credit balance of fr. 12,828 (fr. 6,376), and 
no dividend was paid for 1947, as has 
been the case for some years. 

To meet increasing road competition 
modifications in the fare system were 
adopted by the Rhaetian Railways in 1947. 
The basis of the fares for the first, second, 
and third class was modified from 3:2:1 
to 2:1 and 4:1, and, as on the Federal 
Railways, the fast train supplement was 
dropped early in 1948. These adjustments 
are bound to result in reduced passenger 
receipts, although the virtual mileage on 
which the fares are based has been in- 
creased by 25 per mile in respect of actual 
mileage, in addition to a general supple- 
ment of 75 per cent. included in the fares. 
The Rhaetian Railways have received 
numerous protests against the increase of 
many local fares. Despite higher work- 
ing receipts in 1947, and the steadily in- 
creasing passenger traffic of recent months, 
prospects for the future financial develop- 
ment of the Rhaetian Railways have been 
described as critical, and the desirability 
of the Rhaetian Railways being absorbed 
by the Federal Railways has been stressed. 

The passenger traffic of the South 
Eastern Railway increased considerably in 
1947. and the number of passengers rose 
from 1,811,782 to 2,034,542. Passenger 
receipts rose from fr. 2,040,000 to 
fr. 2,060.000 but the goods traffic brought 
lower receipts at fr. 870,000 (fr. 900,000) 
owing to the conspicuous drop in the 
volume of goods conveyed from 166.194 
tons to 117,121 tons, due mainly to the 
conclusion of defence work in the regions 
traversed by the railway. Total working 
receipts were higher at fr. 3,260,000 
(fr. 3,190,000), while working expenditure 
amounted to fr. 2,750,000 (fr. 2,390.000), 
an increase of approximately 15 per cent. 
as compared with that of slightly over 2 
per cent. in the working receipts. The 
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profit and loss account closed with a debit 
balance of fr. 4,700, contrasting with the 
credit balance of fr. 2.257 recorded for 
1946. 

The South Eastern Railway owns and 
operates an electric standard-gauge system 
of 56 miles from Rapperswil (on the 
northern shore of the Lake of Zurich) 
via Pfaffikon (on the Zurich—Buchs main 
line), Samstagern and Biberbriicke to Arth- 
Goldau on the Gotthard line, and there 
are two branch lines, Samstagern— 
Wiidenswil, and Biberbriicke—Einsiedeln. 
The through North-East to Central Swit- 
zerland service by the South Eastern, 
Bodensee—Toggenburg, and Federal Rail- 
ways, mentioned in The Railway Gazette 
for July 4, 1947, uses the Rapperswil— 
Arth-Goldau line, and is said to have been 
instrumental in increasing the passenger 
traffic on the South Eastern. 

Record working receipts, mounting for 
the third year in succession, were the 
main feature of the Bodensee—Toggen- 
burg railway accounts for 1947. Working 
receipts totalling fr. 5,010,000 were, how- 
ever, only less than 5 per cent. higher than 
in 1946. while the working expenditure 
rose by 214 per cent. to fr. 3,730,000, 
compared with fr. 3,070,000 and 
fr. 2,730,000 in 1946 and 1945 respectively. 
The company owns and works two electri- 
fied standayd-gauge lines: Romanshorn— 
St. Gall—Wattwil, 41 miles; and Wattwil— 
Nesslau—Neu St. Johann, 9:9 miles. 
Through trains are worked over the first- 
named line between Romanshorn and 
Zurich (via Rapperswil and the northern 
shore of the Lake of Zurich), and be- 
tween Romanshorn and Lucerne (between 
Wattwil and Rapperswil in conjunction 
with the Federal Railways and between 
jRapperswil and Arth-Goldau with the 
South Eastern Railway). Between Arth- 
Goldau and Lucerne the main line of the 
Federal Railways is used. The scheme of 
the Bodensee—Toggenburg railway to ex- 
tend from Nesslau-Neu St. Johann to 
Wildhaus, a leading health resort in north 
eastern Switzerland (9°4 miles), has been 
shelved temporarily because of the revised 
financial policy of both the Confederation, 
and the Canton of Zurich. 








E Dorada Railway Company 


The forty-third annual general meeting 
of the Dorada Railway Co. Ltd. was held 
on August 5 in London, Mr. Robert 
Adeane, O.B.E., Chairman of the com- 
pany, presiding. 

In a circulated statement for the year 
ended December 31, 1947 the Chairman 
said: None of our staff suffered injury 
during the recent serious disturbances in 
Colombia, and damage to the company’s 
property was negligible. Business condi- 
tions in Colombia were fairly good 
throughout 1947, but our interests were 
affected by two prolonged droughts which 
seriously disrupted transport on the Mag- 
dalena river. This situation favoured air 
transport, which has continued to expand. 
A very large airport, which is to be a dis- 
tributing centre for both passengers and 
goods, is being constructed at Mariquita, 
the company’s administrative headquarters. 

The competitive routes with which we 
have had to contend have remained vir- 
tually unchanged. The Cundinamarca Rail- 
way carried 168,717 tons out of the Dorada 
zone, compared with 151,965 in 1946. 
Road competition in the company’s zone 
has increased materially following a rapid 
importation of lorries, and a new high- 
way may shortly be completed which will 
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produce a shorter and new compctiuive 
route to Bogota. 

The year was one of almost constant 
labour unrest and the cost of living con- 
tinued to rise. It is becoming increasingly 
difficult to maintain a competent staff, as 
under the existing social laws certain 
grades may leave the company on pension 
after but 15 years’ service and go and 
work for somebody else. Pensions and 
other social services are costing the cor- 
pany very large sums of money. 

The results for the first four months of 
1948 show a very heavy deterioration com- 
pared with the same period for 1947. We 
may pick up some of these losses over the 
remainder of the year. So much depends 
on the Magdalena river. If the river boat 
companies can provide a good service we 
should obtain a regular supply of up cargo 
and also get the full benefit of new through 
rates on the coffee traffic, but it must be 
remembered that road competition is now 
so intense that we cannot economically 
make any further increases in our rates. 

The full results for 1948 will be con- 
siderably less than those of the year under 
review. As for the further outlook, jt is 
difficult to make forecasts, but taking a 
broad view and bearing in mind the prob- 
able further increase in competition and 
the present magnitude of our expenses due 
to recent social legislation, it would seem 
unlikely that our future resul‘s will be as 
good as those of recent years. The rope- 
way branch has had a bad year. The only 
immediate possibility of securing a reason- 
able traffic for the cable will be if we are 
successful in getting a through rate for 
sugar from Manizales to the Atlantic 
coast, and if with an improved river, we 
can once more move over our route the 
coffee for the Atlantic ports. 

The report was adopted. 








RAILWAY CANALS TRANSFERRED TO Docks 
EXxeEcuTIvVE.—The British Transport Com- 
mission has issued Instruments delegating 
to the Docks & Inland Waterways Execu- 
tive, and removing from the Railway 
Executive, its functions in respect of the 
Ashby-de-la-Zouch Canal, the Cromford 
Canal, the closed portion of the Hudders- 
field Narrow Canal, the Lancaster Canal 
(South End), the Lancaster Canal (North 
End), the Manchester, Bolton & Bury 
Canal and the St. Helens Canal. 


SOUTHERN REGION LECTURE & DEBATING 
SocieTy.—Fixtures arranged for British 
Railways (Southern Region) Lecture & 
Debating Society in the coming months, 
commence with a visit to an intensive 
cultivation farm at Milford on September 
25, and to the National Physical Labora- 
tory, Teddington, on October 2. Male 
members of the Society will visit Tilman- 
stone Colliery on October 23, and a selec- 
tion of Southern Region railway films will 
be presented by Mr. J. Masterton, of the 
Public Relations & Advertising Depart- 
ment, on October 7, at the Chapter House. 
Mr. N. L. Collins, Assistant Divisional 
Superintendent, London East Division, will 
read a paper entitled: “A Visit to the 
Netherlands State Railways” on October 
28, at the Chapter House, where also on 
November 18 a paper “ The Work of the 
British Transport Commission” will be 
read by Mr. Miles Beevor, Chief Secre- 
tary & Legal Adviser to the Commission. 
Mr. A. W. J. Dymond, Assistant to the 
Chief Mechanical Engineer, Western 
Region, will read a paper: “A.T.C. on 
the Western Region,” on November 30, at 
the Social Club, East Croydon. 
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Notes and News 


Ste:! Goods Wagons for Queensland 
Railways.—Tenders are invited by the 
Ageni-General for Queensland for the 
manufacture, supply, and delivery free on 
Railway Wharf, Brisbane, Queensland, in 
running order, of 300 steel goods wagons 
(Class HJS). See Official Notices on 


Brazilian-French Commercial Negotia- 
tions.—It is announced that commercial 
negotiations between Brazil and France, 
by which French firms are to supply 103 
locomotives, as well as equipment for two 
Brazilian petroleum refineries, have been 
concluded. Total French deliveries will 
reach a value of 24 million dollars. 


Powers Accounting Machines.—The 
name of Powers Accounting Machines 
Limited has been changed to Powers- 
Samas Accounting Machines Limited. At 
the same time, its wholly-owned selling 
subsidiary, until now known by the latter 
name, becomes Powers-Samas Accounting 
Machines (Sales) Limited. The net assets 
of the group, allowing for estimated 
1948-49 income tax requirements, were 
£1,813.000 on February 29 last. 


John Brown & Co. Ltd.—Reviewing 
activities of companies in the John Brown 
& Co. Ltd. group at the general meeting 
on June 28, the Chairman, Lord Aber- 
conway, said that Craven’s Railway Car- 
riage & Wagon Co. Ltd. continued to 
operate very successfully, although pro- 
duction difficulties arose continually 
through delays in the supply of essential 
materials. A. C. Wickman Limited also 
had enjoyed a successful year, and the 
Chairman believed that this company 
would play a large part in the equipment 
of many branches of engineering produc- 
tion with labour-saving machinery as the 
demand for such products developed. A 
very high rate of steel output had been 
maintained by Thos. Firth & John Brown 
Limited. That company had taken 
measures to segregate its assets which were 
engaged specifically in the process of steel 
making. This work had been undertaken 
in view of the projected nationalisation 
of the British iron & steel industry. The 
Chairman said that nationalisation for its 
own sake had little, if anything, to 
recommend it. Their own interests in the 
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industry lay almost wholly in_ those 
branches intimately associated with ad- 
vanced engineering development, where 
the work of the physicist, the engineering 
designer. and the metallurgist were inter- 
woven inextricably. 


Roumanian Narrow-Gauge Electric 
Locomotives.—Bucharest steel works are 
now building entirely home-produced elec- 
tric engines for narrow-gauge railways. 
The locomotives weigh three tons and, 
according to type, have either an eight- 
or ten-h.p. engine. 

Embossed Corrugated Aluminium 
Sheeting.—A new form of roofing and 
walling material has lately been put on 
the market in America, namely, em- 
bossed corrugated aluminium sheeting. It 
is claimed that this material, by reason of 
its embossed surface, has considerably 
increased rigidity, and minimises the re- 
flection of light. 

New Soviet Railway.—The first 50 
miles of a 300-mile line to link Northern 
and Southern Kazakhstan have just been 
laid. From Karaganda, an important coal- 
mining centre north of Lake Balkhash, the 
line skirting the western tip of the lake, 
will run to Chu. west of Alma Ata, the 
capital of the Kazakh Republic. When 
completed in 1949, the line will save a 
railway journey of nearly 2,000 miles. 

George Cohen Profits Increase.—The 
combined group profits of George Cohen, 
Sons & Co. Ltd., for the twelve months 
ended March 31, rose from £572,565 to 
£909,165; and after tax from £238.639 to 
£412,993. The net balance of the parent 
company was £350,990, against £225,892. 
and the general reserve receives £210,000, 
against £65,000, and pension fund £17,073, 
against £23.679. A final ordinary dividend 
of 12 per cent. makes 20 ver cent. for the 
year, leaving £33,013, against £40,410. to 
be carried forward. 


Institution of Railway Signal Engineers. 
—In the course of a recent visit to 
South Africa, Mr. F. L. Castle, who was 
President of the Institution of Railway Sig- 
nal Engineers for 1947,took the opportunity 
of inviting as many members as gould do 
so to attend an informal meeting and 
dinner at the Transvaal Automohile Club 
on May 28, when those present included 
Mr. H. W. Jackson, Chief Signal Engineer, 
South African Railways, and Mr. S. 


George Stephenson Centenary Exhibition at Newcastle 
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One of the railway exhibits at Newcastle on the occasion of the recent 

George Stephenson Centenary celebrations was a 0-6-0 saddle tank 

type colliery locomotive built by Robert Stephenson & Hawthorns 
Limited for the National Coal Board 
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Starkey, who formerly held that position. 
It is understood that there is a possibility 
of a South African Section of the Institu- 
tion being established, when the mem- 
bership in that part of the world has in- 
creased sufficiently to justify it. To deal 
with certain questions to which the in- 
creased activities of the overseas sections 
have given rise, especially in the case of 
those recently established in Australia and 
India, the Council at its last meeting in 
London decided to set up an Overseas 
Liaison Committee to which such matters 
are being referred for consideration and 
report. 


Austro-Bizonal Trade Agreement.— 
Austria is to deliver to the Anglo-U:S. 
zones of Germany magnesite and mag- 
nesite stone, graphite, talcum. wood, 
packing-case parts, wood-fibre boards, 
hats. knitted goods, machinery, cellulose, 
newsprint and other papers, and railway 
wagons under an agreement for the ex- 
change of goods between the two areas. 
In exchange, iron and steel pipes, machi- 
nery and parts, vehicles and parts, electric 
material, various chemicals and pharma- 
ceuticals. leather, and hops are to be 
delivered to Austria. 

Pakistan Railway Electrification Plan. 

The Pakistan Government is reported 
to be considering the possibilities of elec- 
trification of railways in the Dominion, 
and Lahore, in connection with the large 
project for the development of hydro- 
electric power for irrigation and industries 
in the North-West Frontier Province and 
West Punjab. It is also proposed to build 
dams across the Kabul river in the Fron- 
tier Province and the Indus and its fribu- 
taries in West Punjab, and an American 
expert is now in Peshawar to study the 
scheme and advise the Pakistan Govern- 
ment. 

U.S. Steel Shioments.—U.S. steel buyers 
are reported to be turning from rail to 
other forms of transport wherever possible. 
Steel executives in some areas are said to 
be alarmed at the trend. Pressure for road 
shipments is particularly heavy in the 
Middle West. Using road haulage to evade 
the high rail rates may seem attractive but 
it has its drawbacks, as many steel mills 
cannot move more than 20 per cent. of 
their output by road; if all mills had facili- 
ties to load half their tonnage on to road 
vehicles. there would not be sufficient 
vehicles available. At some mills there is 
a tendency to accept road shipments only 
for areas that otherwise are virtually closed 
by prohibitive rail freight rates. 


Southern Region Half-Day Excursions 
—The first half-day excusions on the 
Southern Region of British Railways since 
the war, commenced on Wednesday, 
August 25. These excursions, for which 
special trains are run, have been arranged 
between a number of London suburban 
and provincial stations and popular Kent 
and South Coast resorts. Leaving shortly 
after 12 noon, passengers have approxi- 
mately 6 hr. by the sea. Fares for the 
return journey are less than the ordinary 
single fare, and typical examples are as 
follow:—New Cross Gate to Brighton, 
6s. 9d.; East Croydon to Worthing, 7s. 0d.; 
Maidstone East to Folkestone, 4s. 6d.; 
Dartford to Herne Bay, 6s. 3d. 


Transandine Railways Blocked.—In 
last, heavy snowstorms were ex- 
perienced in the Andes, and, as a result 
both rail routes between Argentina and 
Chile were blocked. On the Transandine 
Railway, much damaze was done at Las 
Cuevas, and a snow shed, two bridges, and 
a culvert were destroyed; no traffic will 








254 


be possible until repairs have been effected. 
On the Chilean side, some damage was 
done to the electric overhead line and in- 
stallations. The Northern Transandine 
route between Salta and Antofagasta was 
also affected, and traffic was suspended 
between Tolar Grande and Socompa. 


British Locomotives Arrive in Turkey— 
Twenty-five locomotives, the first of 37 
ordered from Britain for Turkish railways, 
have arrived at Istanbul. Railway wagons 
ordered from Czechoslovakia are expected 
to follow. 


No Special Trains for Leipzig Fair— 
The Western military governments in Ger- 
many have banned any special trains leav- 
ing the western zones for the Leipzig 
Autumn Fair in the Soviet zone because 
of the Berlin blockade. 


Itheus-Conquista Railway.—The State of 
Bahia South Western Railway will be paid 
the £605,000 maximum. reserved for the 
purpose by the Brazilian Government from 
Brazilian credits in Britain, for expropria 
tion of the Ilheus-Conquista Railway. 


Scinde, Punjaub & Delhi Railway Com- 
pany.—It was notified recently that on 
June 30, 1948, a total sum of 
£4,462,589 17s. 6d. was invested for the 
purpose of providing a sinking fund in 
respect of the annuities, class * B.” 


Stephenson Centenary —Exhibition.— 
The George Stephenson Centenary Exhi- 
bition, which was opened at the Laing 
Municipal Art Gallery & Museum, New- 
castle-on-Tyne, on August 12, by Lord 
Ridley. proved such a success that it was 
decided to delay the closing date for one 
week—until August 28. In its first seven 
days the exhibition was viewed by some 
28,000 persons. 


French Railway Centenary.-—Cere- 
monies organised by the French National 
Railways and the town councils of Calais 
and Boulogne celebrated on August 10 
the centenary of the opening of the rail- 
way from Paris to those towns. Drawn 
by a 30-ton Crampton locomotive, built 
in 1852. a train composed of first, 
second, and third class coaches of the 
period ran from Paris and back. The 
coaches were those used for the opening 
of the line from Paris to Marseilles by 
the Emperor Napoleon III. The train 
also included a “Berlin,” a four-wheel 
road carriage adapted to rails. formerly 
belonging to the Emperor and_ the 
Empress Eugénie. 


London Transport Station Gardens 
Competition—For the third year in suc- 
cession, the garden at West Hampstead 
Station has been awarded first prize for a 
Metropolitan Line garden, in the London 
Transport Station Gardens Competition, 
and has crowned this achievement by 
being judged the finest on all London 
Transoort lines. This double distinction, 
recently announced by a committee which 
inspected 52 station gardens, secures the 
hat-trick for Signalman Fred Taylor, who 
cultivates the garden in his spare time. 
The two rectangular flower beds are 
planted with dahlias, gladioli and antir- 
rhinums. bordered by yellow tagetes and 
blue lobelia and flank a new diamond- 
shaped bed of geraniums and _ lobelia. 
Another achievement secured a District 
line first prize for Hounslow East Station 
garden, which at the beginning of the 
season was a patch of waste ground. 
Now, it has been transformed by beds of 
multicoloured gladioli and dwarf dahlias, 
large white dog-daisies, with a border sur 
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round of cat mint, and other herbaceous 
plants. The gardener in this case was 
Foreman W. Webb. First prizes also were 
awarded to Hammersmith and Wembley 
Park Metropolitan line stations and to 
Colindale on the Northern line. 


East-West German Rail Link Restored. 
—The first train to cross the east-west 
zonal border of Germany since the night 
of June 23-24, left Munsterlager on August 
17 for Berlin, carrying 600 former German 
prisoners of war from Britain. 


Temiscouata Railway Results.—For the 
month ended June 30, 1948, the gross 
earnings of the Temiscouata Railway were 
$48,171, compared with $32,127 for the 
corresponding period in 1947. Operating 
expenses were $38,421, compared with 
$31,199. 


Control of Iron & Steel (No. 66) 
Order.—The Minister of Supply has made 
the Control of Iron & Steel (No. 66) Order, 
1948, which amends some maximum 
prices. It is stated that the increases are 
in the main a reflection of part of the 
recent increases in the price of coal. 
Copies of the Order (S.1. 1948, No. 1913) 
may be obtained from H.M. Stationery 
Office or through any bookseller, price 1d. 
each. 


Ruston & Hornsby 
Office.—The Northern Region Office of 
Ruston & Hornsby Limited has been 
moved to larger premises at 42, Bothwell 
Street, Glasgow, C.2. The telegraphic 
address and teleohone number remain as 
Ruston, Glasgow, and Central 7906, re- 
spectively. The associate company, 
Davey, Paxman & Co. Ltd., will be re- 
moving to the same address later. but 
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at present continues at 54, Bothwell 
Street. 
South Indian Railway Co. Ltd.—A 


general meeting of the company, in volun- 
tary liquidation, will be held at 132. 
Gresham House, Old Broad Street, Lon- 
don, E.C.2, on Sentember 23, at 11.30 a.m., 
to receive an account of how the winding- 
up has been conducted and property of 
the company disposed cf, and to hear any 
explanation which may be given by the 
liquidators; and to determine by extra- 
ordinary resolution the manner in which 
the books, accounts, and documents of the 
company and of the liquidators shall be 
disposed of. 


Ellison Switchgear and Tufnol.— 
George Ellison Limited has terminated 
its agency agreement in Johannesburg, 
and future sales of Ellison Switchgear 
and Tufnol in South Africa and the 
Rhodesias will be handled by George 
Ellison S.A. (Pty.) Limited, which has 
opened offices at 33, Stability Unit House. 
Simmonds Street, Johannesburg. The 
Ellison representation in Natal and for 
South African Collieries will remain in 
the hands of F.G. Licence (Pty.) Limited, 
Durban. Mr. S. J. C. Wells has been 
appointed Manager of George Ellison 
S.A. (Pty.) Limited. 


Belgian Railways Results.—In the first 
five months of 1948 the Belgian National 
Railway Company earned an operating 
profit of Belgian fr. 20 millions, against 
an operating loss of Belgian fr. 286 mil- 
lions in the corresponding period of 1947. 
The ratio of receipts to expenditure has 
fallen. between the two periods. from 108-1 
per cent. to 99-5 per cent., a considerable 
part of the improvement being due to the 
11 per cent. rise in fares and other charges 
at the beginning of the year. With invest- 
ment income, total profit for the January- 
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May period was Belgian fr. 373 millions, 
but as financial charges absorb Belgian 
fr. 1204 millions, there is a further loss 
of Belgian fr. 82} millions to be added to 
the loss brought in, which thus amounts 
to Belgian fr. 1,560 millions. 


San Paulo Railway Payment—The San 
Paulo Railway Company stated on August 
13 that, although it had received news 
from Brazil of the signing of the 
Brazilian Governmental decree authorising 
payment of the company’s recognised 
capital (announced on page 197 of our 
August T3 issue), it had no official infor- 
mation as to when payment would be 
made. As far as the company was aware, 
instructions had to be issued through the 
Finance Minister to the Bank of Brazil 
and then to the Bank of England for the 
payment to be made, and although this 
procedure might be expedited, it was not 
known how long it would take. The 
company preferred to have possession of 
the compensation before deciding on its 
course of action. The Chairman and two 
directors returned from a visit to S4o 
Paulo in June, but no report of their trip 
has yet been issued. 


John Summers & Sons Limited.—In 
statement presented at the annual general 
meeting of John Summers & Sons Ltd, 
on May 26, the Chairman, Mr. Richard F, 
Summers, reminded his hearers that there 
was still a shortage of steel despite the 
magnificent output achievement of the in 
dustry. It could be heard said in some 
quarters that this was in some degree the 
fault of the steel industry. He thought this 
was unjust. for there were shortages of 
everything today, and there were not many 
industries which, in spite of innumerable 
difficulties and uncertainties, had stepped 
up production so materially as theirs, and 
in such a short time after the cessation of 
hostilities. The Chairman pointed out 
that although the profit figure of 
£2,075,000 showed an increase over the 
preceding year of anproximately £500,000, 
the amount for appropriation was higher 
only by some £70,000, which was a strik- 
ing example of the enormous burden that 
taxation now placed on industry. There 
could be no doubt that the very high rates 
of taxation to which both companies and 
individuals were subjected today were in 
themselves a major contributory factor to 
high prices; and if this could be reduced 
substantially, a great steno forward towards 
lower prices would be achieved, which 
would act as a check to inflation. 


Forestal Land, Timber & Railways Co. 
Ltd.—Profit for the year ended December 
31, 1947, amounted to £253,273 (against 
£853,519). For reasons explained in the 
forthcoming report. these figures do not 
on this occasion include any dividends in 
respect of the year under review of La 
Forestal Argentina or of the Natal Tan 
ning Extract Co. Ltd., both of which 
companies, however. have shown very 
satisfactory results. To this profit of 
£253,273 must be added £150,000 provi- 
sion for taxation made in previous years. 
and no longer required, making a_ total 
of £403,273, out of which there has been 
allocated £140,000 to provision for taxa- 
tion on the 1947 profits, leaving a balance 
of £263,273. To this is added the balance 
brought forward of £210,255, making an 
available total of  £473.528 (against 
£519,212), out of which there has been 
already paid the cumulative preference 
dividend of 6 per cent., less tax (£61,573). 
and the interim ordinary dividend of 3 per 
cent., less tax (£61,573), and the interim 
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None of the vacancies on this page relates to a 
man beoveen the ages of 18 and 50, inclusive, or a 


woman hetween the ages of 18 and 40, inclusive. 
unless i’, or She, is excepted from the provisions of 
the Conirol of Engagement Order, 1947, or the 
sacancy is for employment excepted from _ the 
provisions of that Order. 
E LEC! RICAL/MECHANICAL Senior Draughts- 
man required. Some experience of railway 
traction and civil engineering work would be an 
added advantage. | Westminster district. Salary 
£470 per annum minimum, but higher remuneration 
will be paid according to experience and capa- 
biities Write giving full particulars of experience 
and qualifications, age, etc., to MERZ & MCLELLAN, 
Milburn. Esher, Surrey. 
Rill VAY engineer, 17 years’ intensive executive 
experience British and Military railways, new 
works and maintenance, including electrified tracks, 
4) years’ recent commercial experience with large 
British Steel Company making railway equipment. 
Desires change or return to executive job on rail- 
way work either home or abroad.—Box 150, “ The 
Railws Gazette,” 33, Tothill Street, London, 
§.W.1 
RAIL’ AY SIGNALLING AND COMMUNICA- 
TLONS INSTALLATION AND MAINTEN- 
ANCE A practical guide, especially intended to 
help Signal Inspectors, Installers, Fitters, Linesmen, 


Draughtsmen, and all concerned with installing and 
maintaining Signal, Telegraph, and Telephone Equip- 
ment. 416 pp. Many illustrations. Cloth, 8s. By» 
post 8s. 6d. 
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OFFICIAL NOTICES 


Queensland Railways 


Teens are invited by the AGENT-GENERAL 


QUEENSLAND ffor the_ manufacture, 
supply and delivery free on Railway Wharf, 
Brisbane, Queensland. in running order of 300 


Steel Goods Wagons (Class HJS). 

Drawings, specification, general conditions of 
contract, and conditions of tendering, are obtain- 
able at the Office of the Agent-General for Queens- 
land, at a cost of £2 2s. per set. 

Tenders are the full number of 
300 wagons and for lots of 100 

A preliminary deposit of £100 (one hundred 
pounds) must accompany the tender. 

Early delivery is required, and the time 
tenderers undertake to complete 
wagons may influence the 
The lowest, or any, tender 
accepted. 

Tenders sealed and 
Wagons” will be received 
Tuesday the 14th Day of 
of the Agent-General for 
Strand, London, W.C.2 


required for 
alternatively 


in which 
and deliver these 
letting of the contract 
will not necessarily be 





endorsed ‘“* Tender for Steel 
up to 12 noon on 
September at the Office 

Queensland, 409/410, 


[N TERNATIONAL RAILWAY ASSOCIATIONS 
Notes on the work of the various associations 

concerned with International traffic, principally on 

the European Continent 2s By post 2s. 2d 


ON PERSIAN RAILWAYS 
and difficulties of the R.Es 
15 months in which they laid the founda- 


BRITISH WORK 
The achievements 
during the 


tion for effective aid to Russia Reprinted from 
The Railway Gazette, February 2 and 16, 1945 
Price \s Post free 1s. 2d 
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THE ALUMINIUM DEVELOPMENT ASSOCIA- 

TION invites applications for a senior appoint- 
ment on its permanent staff of Railway Mechanical 
Engineer, with experience in the design of railway 
vehicles of all types. The successful applicant will 
be required to carry out development investigations 
on the application of aluminium and its alloys. 
Knowledge of light alloys, while not essential, is 
desirable, but facilities are available for close con- 
tact with the aluminium industry. Salary will be 
in accordance with the applicant’s qualifications and 
experience. Applications, giving full details, should 
be forwarded to the Secretary of the Association at 
33, Grosvenor Street, London, W.1. 


S ECTIONED PERSPECTIVE VIEW OF LOCO- 

MOTIVE FRONT END. A notable drawing of 
L.M.S.R. class ** 7P" 4-6-2 locomotive of the latest 
type. Reprinted from The Railway Gazette, June 15. 
1945. Price 2s. 6d. Post free 2s. 8d. 


M ECHANICAL APPLIANCES FOR HANDLING 

RAILWAY TRAFFIC. By G. Bulkeley. An 
explanation of the employment of mechanical 
apparatus for handling and carting general goods 
Cloth. 7} in. by 5 in 132 pp. Illustrated. Ss 
By post 5s. 3d. 


HE * PAGET” LOCOMOTIVE Hitherto un- 
published details of Sir Cecil Paget’s heroic 
experiments. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam locomotive 


By James Clayton, M.B.E.. M.I.Mech.E. Reprinte. 
from The Railway Gazette, November 2, 1945 
Price 2s. Post free 2s. %¢ 








ordinary dividend of 3 per cent., less tax 
(£61,196), leaving £350,759, which the 
directors recommend should be allocated 
as follows: a final ordinary dividend of 
9 per cent., less tax, absorbing £183,587; 
and the balance of £167.172 to be carried 
forward to 1948. 


Super Oil Seals & Gaskets——At the 
recent annual meeting of this company, 
whose financial results for 1947 were re- 
ferred to briefly in our March 12 issue, 
Mr. R. Hugh Roberts, Chairman & Man- 
aging Director, said that in spite of diffi- 
culties brought about by the introduction 
of the five-day week, power cuts due to 
load shedding, etc., they had increased 
their output, about 70 per cent. of which 
was for export, by more than 11 per cent. 
Their incentive scheme, which he had ex- 
plained to them last year, obviously had 
been a powerful factor in increasing pro- 
duction, though at considerable cost to 
trading and net profits. Their prospects, 
internally, were rosy, for they had con- 
tented workers and staff. their order books 
were full, and they were far better off as 
regards stocks of raw materials than they 


‘could have hoped for a year ago, but such 


conditions as these were of little avail 
against ihe general financial and industrial 
impediments which controlled their destiny. 
Babcock & Wilcox 


Limited.—At the 


recent annual meeting of Babcock & 
Wilcox Limited, the Chairman, Sir John 


Greenly, said that the company had main- 
tained a 35 ner cent. volume in its export 
trade, and the position of its subsidiary 
companics remained very _ satisfactory. 
The order book, which had increased con- 
siderably sincz the closing of the accounts, 
had reached far higher proportions than in 


any previous year. They would be foolish, 
however, if they allowed themselves to be 
lulled inio a svirit of comolacency just 
because ihe order book was full. The suc- 


cessful operation of a manufacturing busi- 
ness in these days must depend more than 
ever on its ability to keep in the forefront 
as regards plant and equipment of the 
most modern and labour-saving type. Stag- 
nation ia this respect was bound to spell 


disaster. In the last two years £696,824 
had been set aside for depreciation and 
obsolescence against an expenditure of 
about £1,300,000. This year, also, they 


had considered it desirable to make further 
provision in this respect, and so they had 
increased the general reserve by £100.000, 
bringing it to £775,000. 


Renold & Coventry Chain Company.— 
At the annual meeting on August 5, Sir 
Charles G. Renold, Chairman. in reviewing 
results of the 48-week period ended April 
4, said that supplies of steel exceeded their 
original anticipations, and in comparison 
with the previous year, which was seriously 
affected by the fuel crisis, rate of produc- 
tion showed a substantial increase. In 
crease in production was reflected in a 
greater volume of sales and had justified 
the re-opening of the home market order 
book. As the demand for their products 
was still in excess of capacity, however, 
long delivery dates were still unavoidable, 
and it was necessary to continue the 
rationing system introduced after the war. 
In support of the F.B.1. request, they were 
refraining from increasing the dividend for 
the year, and it was proposed to pay a 
final ordinary dividend of 9 per cent., 
making 12 per cent. for the period under 
review, as compared with 15 per cent. for 
the fuli year 1946-47. 


Charles Churchill & Co. Ltd.—tThe re- 


port for the year ended March 31 shows 
that income, after providing for all 


expenses and depreciation, was £215,650. 
Net profit was £99,782, compared with 
£88,162 in the previous year, and the 
allocation to general reserve wag raised 
from £35,000 to £75,000. The final 
ordinary dividend for the year of 40 per 
cent. brings the total distribution up to 
50 per cent., and the sum of £34,616 is 
carried forward, compared with £34,059 
brought in. It is pointed out in a state- 
ment issued by the Chairman that the com- 
pany has now distributed 50 ner cent. on 
its nominal capital for two years, and that 
it would have increased this distribution 
in the present year had it not been for 
dividend limitation. This dividend, how- 
ever, represents less than 4 per cent. on the 
capital used in the business, and whereas 
the nominal capital of the company is 
£135,000, reserves amount to £585,000, cf 
which the largest is the general reserve of 
£420,000. It is pointed out that until it 
becomes possible to capitalise part of the 


reserves without being taxed for doing so, 
the unreality with regard to dividends will 
remain. 


Institute of Transport Congress, 1949,- 
The first post-war congress of the Institute 
of Transport is due to be held at Buxton 
on Wednesday, Thursday, and Friday, June 
22 to June 24, 1949. 


Increased Transport Charges in Bizonia. 
[he transport director in the Anglo- 
American zone of Germany has _ an- 
nounced a 40 per cent. increase in charges 
for the transport of goods from August 16. 


Biggest Paper Salvage Drive.—Business 
and industrial concerns collaborating in 
the biggest salvage drive launched in this 
country contributed approximately one 
third of the 60,000 tons in the recovery of 
waste paper during the first six months 
of the current year. It is pointed out by 
the Waste Paper Recovery Assovtation that 
the world shortage of pulp resulting from 
the effects of the war can oe met only by 
efficient and permanent salvage schemes 
enabling every scrap of unwanted paper 
and cardboard to be handed over to the 
mills for repulping. 


Derwent Valley Light Railway Com- 
pany.—At the recent annual meeting of the 
Derwent Valley Light Railway Company, 
the Chairman, Mr. Claude W. G. 
Thompson, said that the 
of a case for being taken over under 
the Transport Act was under constant 
consideration. They felt that there was 
no need for a hasty decision, as no 
time limit had been laid down for such an 
application. He was glad to say that their 
relations with the Railway Executive were 
equally as cordial as they had been with 
the former L.N.E.R.. and as long as the 
Executive recognised their system as an 
important feeder, they should have nothing 
to fear. In spite of restrictions on the 
forwarding of traffic which had to be im- 
nosed by the main-line railways in 1947, 
their total tonnage for the year of 62,688 
was 1,273 tons higher than in 1946. They 
had carried 12,129 tons of motor spirit. 
and looked forward to this valuable traffic 
not only being continued but increased 
substantially. Two establishments served 
by their system for work of various kinds 


preparation 
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on railway wagons were expected to pro- 
duce a considerable tonnage of traffic. 
Their gross receipts had increased by £688 
for 1946, while expenditure was reduced 
by £1,184. After due consideration, the 
directors felt able to recommend the same 
rate of dividends as in the previous year, 
namely, 5 per cent. on the preference and 
ordinary shares; this would absorb £4,050, 
leaving the sum of £494 to be carried 
forward. 


Ribble Motor Services.—During the past 
year, the company carried more than 
183,000,000 passengers, and receipts were 
nearly £500,000 more than in the previous 
year. At the annual meeting, on June 23, 
Mr. R. P. Beddow, Chairman, said that 
the efficient and well-regulated industry of 
which the company was no mean member 
was working under a threat of nationali- 
sation which might prove a disaster from 
all points of view, not least from the point 
of view of the travelling public. In con- 
sidering this question the public should 
bear in mind three factors: first, the com- 
pany had built up a proud record of 
efficient public service over a long period 
of years; second. they had achieved a large 
measure of co-ordination with other pas- 
senger road transport undertakings and 
with the railways; third, their stage car- 
riage fares had not been varied in any 
material respect since they commenced 
operations shortly after the 1914-18 war. 
During the year, delivery of new vehicles 
continued to be at a rate totally inadequate 
for their needs, and the Government policy 
of reducing the number of new vehicles 


available to the industry to 4,000 a year 
was likely to place them in a_ serious 
position. 


Bookstall Services on Puliman Trains.— 
British Railways, in co-operation with the 
Pullman Car Company and W. H. Smith 
& Son Ltd. will provide as from 
August 30 a new service to travellers that 
falls appropriately in the centenary year 
of W. H. Smith’s bookstalls. |For some 
time, consideration has been given_to the 
idea that the familiar bookstall service 
mighi be advanced a step and taken right 
on board the train itself. On August 30 
the idea becomes reality. and a_ bookstail 


service is being inaugurated on _ the 
‘Golden Arrow,” “Bournemouth Belle,” 
* Thanet Belle,” “Devon Belle,” “ Queen 
of Scots,’ and “ Yorkshire Pullman.” 


John Howard Davies, who plays the name 
part in the film of Oliver Twist, will be at 
Victoria Station that day to hand a supply 
of newspapers to the attendant on the 
* Thanet Belle.” He will be dressed as one 
of W. H. Smith’s original newsboys, and 
will signal the train away. The “ Thanet 
Belle ” has been chosen because it runs to 
the country closely associated with much 
of Dickens’s work; Dickens was himself a 
great railway traveller and knew well the 
travelling conditions in those days, the 
first bookstall, and the newsboys who had 
little idea of the importance of the innova- 
tion in which they appeared to play so 
modest a part. Miss Monica Dickens, the 
celebrated novelist great grand-daughter of 
Charles Dickens, will also take part in the 
inaugural ceremony. 


Forthcoming Meetings 


August 26-September 11.—Machine Tool 
& Engineering Exhibition at Olympia. 

September 4 (Sat.)—Electric Railway 
Society, at the Fred Tallant Hall, 
Drummond Street, London, N.W.1, at 
3 p.m. “Rapid Transit Railway Sig- 
nalling,” by Mr. R. J. Post. 
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Railway Stock Market 


Suspense arising from the continued 
absence of news of developments at the 
Moscow talks was again reflected in stock 
markets by cautious inactivity. In most 
sections, small irregular movements were 
the feature, but in contrast British Funds 
again strengthened in response to continued 
demand, long-dated stocks being favoured 
on yield considerations, 2} per cent. Con- 
sols and Treasury Bonds improving as well 
as the Nationalisation stocks. Transport 
3 per cent. (1978-88) remained active, and 
strengthened further to 984, while Trans- 
port (1968-73) was 1014, with Transport 
(1967-72) at par. A fair amount of the 
volume of money awaiting investment will 
be absorbed by the big Imperial Chemical 
issue, but, owing to the inactive market 
conditions, the new shares which opened 
last week at 3s. 9d. premium since have 
eased to 2s. 9d. premium to the issue price 
(40s. 6d.), and are undervalued in relation 
to the old shares, quoted at 44s. 3d. 

The foreign rail market has been en- 
livened by a flurry in Uruguayan stocks 
following the amended ‘share-out scheme 
in respect of the various classes of Central 
Uruguay stockholders. This is expected 
to be approved by the second debenture 
holders whose opposition defeated the first 
proposals relating to the division of com- 
pensation money. 

Stocks of the other Uruguayan railways 
were marked up sharply in some cases, 
reflecting the belief that the scheme as a 
whole will now go through, bet there 
were few transactions recorded. In some 
cases, quotations are below the agreed 
share-out terms, but these quotations are 
largely mominal. Central Uruguayan 
ordinary improved to 11, the second deben- 
tures were two points better at 803, with 
the first debentures four higher at 105. 
North Western Uruguay second debentures 
were marked up ten points to 133, and 
Midland Uruguay second debentures im- 
proved from 40 to 42+. Uruguay North- 
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When the share-out in respect of Urp- 
guayan railway stockholders is completed 
it will mean another £7,000,000 fur re. 
investment in addition to the mone, that 
will be released in due course fron the 
expected repayment of San Paulo prefer- 
ence and debenture stocks, anc the 
£50,000,000 yet to come from repayment 
of Argentine railway ordinary and prefer. 
ence stocks. Some take the view that a 
fair proportion of this money may g» into 
remaining foreign railway stocks, and that 
later in the year there may be a revival of 
speculative activity in Brazil rails. It is 
realised, however, that whether Braz)! will 
take over these railways and on what 
terms is uncertain, and that earlie® this 
year false hopes in this connection raised 
market prices of these stocks consid«rably 
above current levels. 

San Paulo at 161 has been less active 
this week, it being realised that, altiough 
market talk of an ultimate value of £200 
for this stock may not be an exaggeration, 
this presupposes a satisfactory outcome to 
the expected negotiations in respect of 
compensation for the “ unrecogiised” 
capital. Leopoldina ordinary has changed 
hands around 11, the preference stock was 
334, the debentures 624, and the terminal 
debentures 58. Elsewhere, United of 
Havana 1906 debentures kept at 14}. 
Antofagasta was 104, with the 5 per cent, 
preference stock 64}. Great Western of 
Brazil shares changed hands around 85s, 
Beira Railway bearer shares have been 
quieter at 60s. Canadian Pacifics changed 
hands slightly over 23. 

Iron and ‘steels were generally main- 
tained, Dorman Long being 30s., United 
Steel 28s., Guest Keen 45s. 9d., and 
Stewarts and Lloyds 52s. 6d. Awaiting the 
results of market hopes of a possible partial 
return of capital, Charles Roberts were 
firm at £74. Beyer Peacock were 21s. 6d., 
North British Locomotive 22s. 14., and 
Wagon Repairs 21s. Ruston & Hornsby 
old shares eased to 52s., Babcock & Wilcox 
strengthened to 66s. 3d., and T. W. Ward 


ern prior lien stock was 44} up at 1274. were 57s. 9 
Traffic Table of Overseas and Foreign Railways 
Traffics for week ~ | Aggregate traffics to date 
Yo 
; i 53 Total 
Mil Week 
Railways soon peer Total Inc. or ney re) Increase or 
: compare . decrea 
this year | wich 1946/47, $ 1947/8 sia: 
£ £ £ £ 
| Antofagasta ... aoe 811 15.8.48 57,910 14,110 33 1,716,920 + 377,910 
Bolivar sink a 174 July, 1948 $28,960 — 369,357 30 $471,287 — $301,893 
Brazil . aes - — - — ors - 
Cent. Uruguay sa 970 14.8.48 32,236 3,194 6 208,069  — 17,679 
S| Costa Rica ... ous 262 June, 1948 35,195 1,067 52 384,838 + 27,962 
=| Dorada . ns 70 July, 1948 33,466 466 | 30 175,666  — 37,134 
E G.W. of Brazil --| 1,040 14.8.48 24,500 3,000 32 1,052,300 | + 10,400 
< | Inter. Ctl. Amer. ... 794 June, 1948 $1,068,881 + $66,817 | 26 $7,066,133 | + $163,290 
3 La Guaira... ae 222 | July, 1948 $101,265 + $487 30 $741,558 | — $43,602 
& , Leopoldina ee! $1,902 14.8.48 66.846 — 4,068 | 32 1,767,938 | — 378,329 
¢< Midland Uruguay ... 319 June, 1948 23,203 + 5,169 | 52 233,269 | + 28,135 
re) Nitrate a Tae 382 8.4 15,693 5,612 | 32 190,256 | + 45,120 
3 | N.W. of Uruguay and 113 | June, 1948 4.183 — 1,664 | 52 65,784 | — 3,243 
Paraguay Cent. = 274 15.8.48 783,926 + @80,705 6 G632,908 | + 341,019 
| Peru Corp. 1,059 July, 1948 178,942 16,252 4 178,942 > + 16,252 
3] Salvador ae 100 | May, 1948 ¢103,000 ¢22,000 | 48 c1,899,600 | + 291,600 
“1 San Paulo... oes 1534 a _ - — — - 
Taltal ‘ ee 156 July, 1948 10,010 + 4,425 | 4 10,010 | + 4,425 
United of Havana... 1,301 14.8.48 44,681 | — 12,757 | 6 302,380 | — 122,376 
Uruguay Northern 73 | June, 1948 1,771 |+ 432 | 52 15,802  — 1,763 
 { Canadian National ...| 23,535 | June, 1948 9,927,000 |+ 564,000 | 26 57,166,000 | + 4,055,750 
@ | Canadian Pacific -| 17,037 | June, 1948 6,886,500 + 270,250 | 26 40,207,500 | + 2,501,250 
5 | 
Barsi Lightt «| 202 | July, 1948 33,300 |— 795 | 17 114,007 | — 322 
Beira «| 204 | May., 1948 119,592 |+ = 34 936,254 | + 206,790 
Egyptian Delta «| 607 10.7.48 17,470 |+ 14 178,422 | + 15,399 
3 — «| 536 June, | 1948 207,376 |+ 67283 | | 13 665,638 | + 189,875 
2 janila ee _ - — | _ 
5 ] Mid. of W. Australia 277 “| June, , 1948 26,319 14. 8,295 | | 52 294,752 | + 80,772 
> | Nigeria --| 1,900 | June, 1948 403,138 + 91,614 | 13 | 1,292,292 | + 249,560 
Rhodesia ++-| 2,445 |Sept., 1947 643,980 |+ 102,833 52 | 6,787,603 | + 612,938 
\ South African -| 13,347 | 24.7.48 1,321,719 |+ 113,059 | 16 21,682,950 | + | 1230, 176 
Victoria aie ++-| 4,774 | Apr., 1948 1,338,846 + 615,854 


t Receipts are calculated 


43 -_ | 


@ Is. 6d. to the rupee 











P 


